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The Telephone on the Brooklyn Bridge. 


JAN. 7, 1896. 
TO THE EDITOR OF THE RAILROAD GAZETTE : 

In the issue of your journal of Jan. 3 was a notice 
of the recent trial of telephones on the New York and 
Brooklyn Bridge, as a means of communication between 
the train dispatcher and the moving trains. The state- 
ment of time passed in displaying the signal at the 
Brooklyn end of the suspended structure was erroneous, 
and presumably was from the reports in the daily press. 
The facts are as follows: 

A single telephone was on one of the cars of a train 
running from New York to Brooklyn; the other was in 
a switch-house at the ‘foot of the grade, in which is the 
lever directing a block signal, well up on the grade 
down which the car was running. The signal was in 
sight from the car on which was the telephone, and the 
exhibition of the disk would be instantly noted there- 
from. When the order was given from the car to drop 
this signal, in four seconds afterward it appeared, and 
in ten seconds following the train was brought toa stop. 
That is, in 14 seconds from the time the order was given 
from the car, through the telephone, to drop the signal, 
the train was halted. KINGSLEY L. MARTIN, 

Ass’t Eng , N. Y. & B. Bridge. 








A Chance to Advertise Locomotives, 


THE UNIVERSITY OF ——-—-, Jan. 11, 1896. 

TO THE EDITOR OF THE RAILROAD GAZETTE : 
. . . Iam hoping to get our people to put in a plant 
for shop tests of other people’s locomotives, possibly like 
the C. & N. W., at Chicago. We have the invitation to 
make, as soon as warm weather comes, some quite ex- 
tensive road tests up here. I wish some locomotive 
builder would think it a good advertisement to give us 
a locomotive. PROFESSOR. 

[We wish so too. It would bea good advertise- 
ment for a locomotive works and would do a great 
deal to advance the science and art of locomotive 
engineering. The school in question is young, vigor- 
ous and well organized in its mechanical department 
and is destined to have great influence in one of the 
most enterprising portions of our country.—EpIToR 
RAILROAD GAZETTE. ] 








How to Get On. 


PHILADELPHIA, Jan. 8, 1896. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

The following letter is an example of an application for 
position that is worth reading as saying enough and not 
too much. It is an actual letter that has come to my 
notice, and it resulted in the writer obtaining an excel- 
lent position exactly to his liking. He isnow a well- 
known man, having risen very quickly to prominence. 
I have changed names and places to prevent any em- 
barrassment, for the letter is not old. The ‘‘ Hyphen- 
Corliss Engine Works ”’ is one of the largest and best in 
the country. ‘‘Mr. Judson” is the genial head of an- 
other company owning several engine works, well 
known but somewhat smaller. He was a stranger to 
the writer. ‘‘ Mr. Massé”’ is known all over the country 
as a mechanical engineer, at the head of his specialty. 

Ty xX. 
THE HYPHEN-CORLISS ENGINE nee 
MECHANICAL ENGINEER’S OFFICE. 
” SuBJEcT: Inquiry in Regard to Position. 
Mr. ADONIRAM JUDSON, Supt. of --—— Company, 
New York City: 

DEAR Sir: I am in the employ of the above works 
under Mr. Arthur Massé. I have a’two-weeks’ vacation 
which I shall spend at Narragansett Pier, but am com- 


ing to New York first to meet my wife. [That implies 
stability.—T. X.]. Shall be there Thursday afternoon,’ 





Aug. 15, and Friday forenoon. Should like to call on 
you, show some former letters of recommendation, and 
prints of some of my drawings here, and tell of my 
work, and see if you have some opening for me better 
than here, where, by the way, I knowI am desired to 
remain. 

Briefly, I graduated from Princeton, and then spent 
foar years with special opportunities in the Jones shops, 
evenings in drawing school. Then went to Ermina 
College of Mechanical Engineering, took First Regent’s 
Prize, as head man, received degree, became junior 
member of American Society of Mechanical Engineers, 
was offered a number of positions, came here two years 
ago under Mr. Massé, was put upon the designing of 
that navy yard engine. er cylinders’ sizes, ports, 
steam distribution and valve gear were mine. I make 
a specialty of scientific, simple valve gear designing, 
steam distribution, compound and triple expansion en- 
ng Have been out indicating plants up to 1,400 H. P. 

ave been sent to Chicago and other cities on company 
business. Have contributed somewhat to the technical 
journals; you may have seen my long article on ‘“ Blast 
Furnace Blowing Engines.”” Went to Europe in 1890 to 
make a study of engine design, my salary continuing 
during my absence of five months. 

There is, as I knew when I came here to get familiar 
with Hyphen-Corliss practice,* no official advancement 
for a technical man who does not serve the routine five 
years’ apprenticeship in the Hyphen-Corliss shops, etc. 
My Jones shop’s experience doesn’t count. I wish now to 
have a position where there is a prospect of rising. 

May I call vpon you Thursday afternoon, Aug. 15? 

Respectfully yours, 
; STEPHEN TRUAX. 

P, S.—You will of course appreciate that this is a con- 
fidential letter. I inclose a self-addressed envelope. 








American Society of Civil Engineers -Annual Meeting. 





The 43d annual meeting of the American Society of 
Civil Engineers was held in New York City Wednesday 
and Thursday of this week. We go to press too early in 
the week to permit a detailed report of the meeting. One 
of the most important-things accomplished was the elec- 
tion of officers for the coming year. Those elected are as 
follows : 

President, Thomas Curtis Clarke, New York City. 

Vice-Presidents, William Rich Hutton, New York 
City; Peter Alexander Peterson, Montreal, Can. 

Treasurer, John Thomson, New York City. 

Directors, George Alexander Just, New York City; 
William Barclay Parsons, New York City ; Horace See, 
New York City: John Ripley Freeman, Boston, Mass.; 
Daniel Bontecou, Kansas City, Mo.: Thomas William 
Symons, Portland, Ore. 

The official programme follows : 

Wednesday, 10 o’clock, a. m.—Annual reports read, 
officers elected, time and place for next annual conven- 
tion considered, and general business transacted. 

1:30 p. m.—Lunch at the Society House and the meet- 
ing resumed. 

2p.m.—An address by H. W. York, Jun. Am. Soc. 
C. E., on the Central Station of the United Electric Light 
& Power Company, 407-419 East Twenty-eight street, 
New York City. This station was open to the inspec- 
tion of members during Thursday afternoon. 

The station is designed for 20,000 H. P. The buildin 
for the first 10,000 H. P. is now practically complete, re 
a plant of 5,000 H. P. isin operation. The engines and 
dynamos are in 1,200-H. P. units, and the boilers in 600- 
H. P. units. Over the boiler is a coal bunker of 3,000 
tons capacity, which is filled by a conveying apparatus 
taking coal from the sidewalk. The boilers, engines, 
dynamos, pumps, etc., are all carried on foundations 
resting on solid rock, and are all on one floor, and yet the 
entire plant of 20,000 H. P., including storage for 6,100 
tons of coal, will oat when completed, a plot of 
ground but 160.' ft. 11 in. by 197 ft. 6 in. It is believed 
that engineers interested in central station design will 
find it worth while to spend a short time looking over 
this plant. 

Thursday, 9:30 o’clock a.m.—A special train on the 
Delaware, Lackawanna & Western to Ampere (about 10 
miles), where, by invitation of the Crocker-Wheeler Elec- 
tric Company, S. S. Wheeler, M. Am. Soc. C. E , Presi- 
dent, an opportunity was given for the inspection of the 
new works of that company. A description of these 
works is printed elsewhere. Return for lunch at the 
Society House. 

Members and guests were invited by C. C. Martin, M. 
Am. Soc. C. E., Superintendent and Chief Engineer, and 
G. Leverich, M. Am. Soe. C. E., Mechanical Engineer, of 
the New York and Brooklyn Bridge, to visit that 
structure. 

By invitation of H. W. York, Jun. Am. Soc. C. E., 
Chief Engineer of the United Electric Light & Power 
Company, members and guests had an opportunity of 
inspecting the new central station which this company 
has erected at Nos. 407-419 East Twenty-eighth street. 

Eight o’clock p. m. a reception at Delmonico’s, with 
dancing and supper. 








The Works of the Crocker-Wheeler Electric Company. 





Thursday morning many of the members of the Ameri- 
can Society of Civil Engineers attending the annua] 
meeting in New York, visited these works, a descrip- 
tion of which follows. The use of electric power for 
driving machinery is especially important and interest- 
ing. 

The new works of the Crocker-Wheeler Electric Com- 
pany are situated at Ampere, N. J., cn the Montclair 
branch of the Delaware, Lackawanna & Western Rail- 
road, just beyond the limits of the city of Newark. The 
entire plant is new, having been rebuilt this summer on 
the site of the old works occupied by this company. 





*The owner of the works had at the start frankly advised 
him not to enter their beautiful routine of advancement, but 
stay barely long enough to learn and then strike out for quick 
promotion elsewhere.—T. x. 


which were formerly the works of the Spiral Weld Tube 
Company. Thenew buildings are of the modern slow- 
burning mill construction, and have been erected practi- 
cally in accordance with the plans of the New England 
Mutual Insurance Companies. 

The principal engineering feature is the electrical 
power transmission system, which is employed through- 
out, whereby the power required to operate the works 
proper is reduced to 25 H. P. from 100 H. P., estimated. 
Allof the machinery is operated by individual motors 
built into each machine, or by separate motors, each 
driving a single length of shafting, which in turn drives 
as many of the old-style machines as can be conveniently 
belted to it. The result is, first, that all power used in 
connection with these machines is stopped whenever the 
machine is out of use, and second, that the works are 
free from belting, leaving them remarkably light and 
clear for handling material. As most of the" tools are 
fitted with their own motors it is easy to shift them from 
place to place frequently, as it is unnecessary_to line 
them up to any system of shafting. In addition to the 

emarkable reduction in power required for operating tke 
plant, this method of driving gives a shop system of 
great flexibility. This was well illustrated during the 
past summer, when many of the company’s machines 
were operated in their original positions in the ruins of 
the old works which were burned, under temporary 
covers, by means of temporary wires run to the motors 
bui't in them. The machines were afterward from time 
to time moved from one position to another as the work 
on the new buildings required, being kept, however, in 
continuous operation day and night. By this means the 
company turned out 20 per cent. more product this year 

han ever before in its history, in spite ofthe fact that 
for three months;the entire plant was in ruins. 

The lighting and power for the plant are supplied by a 
150 H. P. Corliss engine driving an 80 kw. dynamo in 
the detached power-house. The current is conducted 
from the power-house by a pair of cables through an 
underground tunnel, which also carries the heating pipe 
and the cables for experimental work through the cellar 
of the office building, thence rising from a manhole 
under the floor of the main shop and running along 
under the roof on ordinary trolley-line insulators to 
about the center of the shop, where they terminate on 
suitable slate panels. From these branch out four sets 
of wires carried in a similar manner along the roof 
trusses and extending throughand feeding the four quar- 
ters of the main building. Bythis arrangement the sup- 
ply of power for either section of the shop can be readily 
discontinued by opening a small switch. 

From the switchboard run aiso the circuits for supply- 
ing the other buildings. The branch connections from 
the main circuits are carried down the inside of the cast- 
iroa columns of the building to a point about 6 in. below 
the surface of the floor; thence they are carried along 
through small wooden troughs, which were laid for this 
purpose in the concrete, straight across the shop close to 
the bases of each pair of columns, or 10 ft. apart. The 
wires are brought up from the troughs through the floor 
wherever connections are desired, through 1-in. holes 
bored through the flooring. The wires passinto and out 
of the centers of the columns through small hand holes 
cast in them near the top and bottom. The columns are 
supported on cast-iron bases resting on suitable ma- 
sonry foundations, but the joints between the columns 
and their bases are about 1 ft. above the shop floor, to 
facilitate the leveling of the columns by wedging, if it 
should ever become necessary to preserve the level of the 
overhead crane track. 

The king posts of the roof trusses are extended up- 
ward so as to furn‘sh posts for the roof sign. The main 
building is 100 ft. wide-and 450 ft. long, the office build- 
ing adding snother 50 ft. to the length. 

In the construction of the buildings it was decided 
use a floor heavy enough for the foundations of 
any machinery it was desired to put down at any 
part, and which would also permit the carrying of 
heavy loads on roller trucks rather than to introduce 
band-car or industrial railroad tracks, since this would 
greatly cut up the floor and could not be arranged to 
reach every part and avoid interference of two cars on 
one track. The floor consists of 4 x 6 in. chesnut sleepers 
laid in Portland cement concrete, with a finishing coat 
laid on by trowel and treated on top with tar. On this is 
laid 2-in. spruce planking, and on this 1}<¢-in. finished 
maple. 

The ordinary construction for the side trusses of a roof 
was also departed from in order to furnish trusses, the 
lower members of which would be strong enough to sup-* 
port trolleys for hoists of a capacity up to 4 tons, and it 
was found by Messrs Post & McCord, the engineers of 
the building, that by the use of 15-in. light I-beams for 
the under members of the lean-to trusses, and a very 
light angle iron for the upper members supported by 
vertical pieces of angle iron, the roof trusses could be 
made with very little increase of weight, and witha 
lower member that would easily carry a large and 
powerful hand hoist. These roof trusses are 10 ft. apart. 
The same principle was applied to the roof of the engine- 
room in the power-house, where it was desired to sup- 
port a 6-ton traveling crane on the roof trusses, and ex 
tend over a stretch of 45 ft., or four trusses, as this would 
avoid the presence of any columns. 

The office building is designed with special reference 
to facilitating the work of the Engineering Department 
and the management of the compuny. The general 
offices and the office of the chief engineer and assistants 
are on the main floor, with connection directly to the 
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floor of the shop. The workmen’s entrance, also on this 
floor, is so arranged as to make the men pass through 
the Bookkeepers’ Departnfent. The second floor con- 
tains the Drafting Department, blue print and photog- 
raphers’ rooms, library and the toilet and locker rooms. 
The third floor will be for assistants and storage. One- 
half of the basement is arranged for a laboratory for 
such experimental work as it is desired .to carry on with- 
out disturbing the shop; the other half is for bicycles. 
Up through all of the floors extends a fire-proof vault 
about 10 ft. square, with arched brick floors and air 
spaces on all sides, for the reception of the records of 
each department. 








Air-Brakes on Freight Cars.” 





Mr. G. W. RuopEs (C. B. & Q.): I found that before I 

had got through the first page of the paper I felt dis 
»0sed to take a different view from what the author did. 
But as I know the Lake Shore people are generally pretty 
well posted, I thought it would be a matter of prudence 
to get some facts from men who ar? closer to the detail 
than Iam before forming any opinion. I therefore ad- 
dressed a letter to several of our superintendents, stating 
the main points made by Mr. Waitt and saying, nn 
you kindly write me what your experience in this matter 
has been, and in case you have met with the difficulties 
attention is called to, in this paper, please say what if 
any remedies have been applied ? We would also like 
to know how many trains have been delayed on your di- 
vision during the month of November through bursted 
hose, or, if there has been no delay from this cause, 
about how many cases of bursted hose have been reported. 
We would like this hose record also for the month of 
December up to date of your reply. 

[The detailed reportsdo not give many facts that could 
be summarized, but the general result is that the advan- 
tages far outweigh the disadvantages of the air-brake, 
even in trains partly fe 5 la 

From these reports, and knowing the care and atten- 
tion that has been given to the subject of air-brakes on 
freight trains on the C. B. & Q, for the last 10 years, it 
seems to me that the conclusion we would draw is, that 
the reports rather favor Mr. Waitt’s conclusion on page 
164 of our November proceedings. 

These reports again make prominent the fact that the 
link and pin couplings are not a safe thing to use with 
air-brake cars. Roads that have always applied close 
couplings when they applied air-brakes have followed 
the proper course. 

The attention called to the importance of looking after 
new equipment inthe application of brakes is timely, 
but it is only fair to say that there are roads that do give 
it a great deal of attention, and when new equipment is 
built they have their air-brake men at the shops with 
special instructions to look after and attend to the appli- 
cation of air-brakes. The blowing out of the pipes to 
get rid of scale after they are bent to shape is very im- 
portant. We have here a couple of photographs showing 
an ingenious air pressure device that was gotten up at 
our Aurora shops by two of our foremen, Messrs. Hub- 
bard and Cuthber*, for quickly bending pipes, and at the 
same time cleaning tbem. [Cuts not -reproduced.— 
Ep1Tor.] The interesting part of the device is that in 
releasing the air from the cylinder it is connected so 
that the air exhausts through the bent pipe, blowing out 
all scale and dirt collected inside. With tiis arrange-* 
ment air-brake pipes are bent with a minimum expense 
in labor and a minimum expense in cleaning. 

We are prepared to endorse everything that Mr. Waitt 
says about the importance of keeping triplesclean. Wedo 
not quite like the comparison, however, of a triple with 
an expensive watch. While it is certainly important 
that the triple should be kept clean, we think that one 
of the great features about a triple valve, and one of the 
things that make it  successtul, is the tremendous 
amount of abuse it will stand and still work. If you 
will refer to a report of this club in 1894 ‘on page 150), 
you will find there that it is a niatter of record that a 
triple valve will charge a reservoir in about three 
minutes to 70 pounds air pressure through a quarter 
inch pine block, and also a quarter inch red oak block. 
The further interesting fact is, that you can apply the 
brake also by letting the air escape through these blocks. 
While this does not justify maintaining triple valves in 
a bad condition, I think we ought to accept it asa com- 
fort, in the introduction of brakes on freight cars, to 
know that they will work under such very adverse 
circumstances. 

No mention is made in Mr. Waitt’s paper of the 
irregularities we have had in the matter of inch hose 
applied to inch and a quarter train pipe. There is a 
great deal of trouble from that at interchange points: 
‘Yhere is so much inch hose getting onto cars that I have 
thought that some railroads are buying inch hose when 
they ought to buy inch and a quarter. This causes a 
great deal of trouble to many roads, because the roads 
in the East refuse to take inch and a quarter pipe and 
inch hose. ‘To give you some idea of the extent to which 
this is carried on, I have a report from the Quincy 
inspection on the C, B. & Q. road for a few months past, 
showing 168 cars with one and a quarter inch pipe and 
fitted with one inch hose. 

To aid in remedying the matter on the Burlington 
road, we have given instructions that no more inch 
hose are to be fitted with this nipple (exhibiting a 
straight nipple). This is the nipple which fits into the 
inch and a quarter plug. Ourinch hose are applied to 
the small angle nipple used in connection with the 
straight plug, of which I do not have a sample here. 

On page 167 the suggestion is made that train men be 
furnished with necessary wrenches for tightening all 
unions and fittings, and it seems to me that itis a sug- 
gestion that is worth a good deal of attention. We offer 
this suggestion: That if any road engines are not fur- 
nished with such wrenches, it would be a good plan to 
commence equipping the engines. The way car would 
be a long way off in many instances, and air-brake cars 
being on the front end the engine would be the most 
accessible point to get the wrench from, 

On page 168, in about the middle, we find this: “ All 
cars taken on trains between test stations, and all cars 
not marked to show a previous recent test on same road, 
should be placed on test tracks and properly cared for.” 
1 quite agree with the author about this. Chalk marks 
are cheap, and are no indication of thecondition of the 
brakes. 

There is a feature, however, of maintaining brakes, 
which is not alluded to in the paper, and which is quite 
important. On page 274 of the Master Car Builders’ 
ist4 Annual Report there was a very complete report 
made to the Association on the maintenance of brakes, 





* A discussion in the Western Railway Club of the Paper by 
Mr. A, M. Waitt, 


See Railroad Gazette, Nov. :9 and Dec, 13. 


and among other things rez:ommended was the use of air 

brake cards to be applied by trainmen and others when 
brakes are in tenperiact working order. I have here a 
number of cards, which are in use on the C. B. & Q. 
The use of cards is recommended by the Association, and 
we consider them of very great value in properly main- 
taining air-brake cars, There is no one more interested 
in having the brakes in proper shape than the trainmen. 
When you want to get your brakes into first class order 

you cannot enlist in the service any better set of inspec- 
tors than the conductors and brakemen. They will - 
these cards on every time that a brake is out of order 

The card remains an advertisement, ahd when the 
superintendent goes over the line he can see how many 
cars are running with brakes out of order. The result is 
that when air-brake cars go into the inspection yards, 
with these cards on, they are placed on the bad order 
track and put in order at once. If they are not put in 
order, the cards very quickly tell the tale. Every rail- 
road should use these cards. 

In regard to hose failures, I won’t enter into that dis- 
cussion very much; but there is one feature I would like 
t» call attention to, because it is one that I do not believe 
has had quite as much attention as it ought to have. At 
a meeting of the New England Railroad Club, held in 
Boston, Nov. 12, Mr. E G. Desoe, presented a paper stat- 
ing that “tthe most common cause of stoppage in the 
train line is by the closed angle or stop-cock placed in the 
train line at either end of acar.” Ihave here a sketch 
of the stop-cock, showing it in sections. You will ob 
serve there is a spring immediately under the plug. We 
find that, from its location, by some one pressing cn top, 
or occasionally stepping on it, the weight bears the plug 
down, and if there is dust or grit here, when the spring 
lets go the piug crowds into the dust or dirt, making it 
very difficult to turn the plug. Asaresult, alink or 
pin is often taken to hammer the handle around, and we 
find from that the hose is often quite seriously damaged 
by being struck. Also, sometimes a drawbar pushing 
upon another drawbar will crowd against the stop cock 
and on account of its position damage the hose close to 
the nipple. In order to be sure that this was not an un- 
usual case, I got further samples. Here is another, 
=e the same character of damage, and the handle, 
you will notice, is brought down quite close. This han- 
dle does not work so very hard, but in some of them it is 
impossible to work the handle. ‘his third one also has 
the hose destroyed at the nipple and the handle broken 
off; and of course with so short a handle you cannot 
budge the plug except with a hammer. This drawing 
shows how it is possible in case the deadwood becomes 
loose, or the attachments become loose, that gradually 

orking against the plug or handle may close the pipe. 
Wehad a case not very long ago onthe C., B. & Q., 
where a freight train had a plug se age close thre 
different times on one trip. inally the trainmen dis- 
covered what caused the trouble. A draft timber was 
loose and rubbed against the plug, which turned the 
stovcock. : 

The question of guarantees on hose is one that has had 
a good deal of attention recently, but I think some of the 
methods of carrying the guarantee are inefficient. Here 
is a comparatively new hose. lf you examine it you will 
tind that the dates are already rubbing off, and the proba 
bility is that in the course of a year and a half the record 
carried on this particular hose will be of no value. 
Some railrcads are going to a good deal of expense in 
using a wire-wrapped hose. Here is a comparatively 
new wired hose, but you see it has not escaped damage. 
It has been torn in two. The hose is useless, although 
it is quite new. It has some kind of a tin record, but 
the record is already illegible and twisted up so as to be 
worthless. Here is another wired hose. How it became 
damaged I do not know. Wired hose must be more ex- 
pensive than ordinary hose and I doubt their efficiency. 

Mr. Davin L. BARNES, M. E.: The valuable lesson from 
Mr. Waitt’s paper teaches that air-brakes must receive 
intelligent care. This fact should not be a cause of sur- 
prise, as all known structures are subject to deteriora- 
tion. Most railroad men who are trying to get the full 
value of air-brakes have found that frequent, honest in- 
spection is the only sure cure for defects. It is of the 
greatest importance that all should be impressed with 
the practical fact that air-brake apparatus must be 
watched quite as much as wheels, axles and other parts 
on which the safety of trains depends, but it is not clear 
why it is useful to discuss the question of the compara- 
tive damages that are possible with hand-brakes and 
with powerful air-brakes, and with non-automatic and 
automatic brakes. The quick-action automatic brake 
is necessary for the safe operation of long freight trains, 
and if its use brings new evils useful investigation must, 
in the end, be confined to a consideration of the ways 
and means to reduce them. That is, the question is, not 
how to do away with the automatic quick-action brake, 
but how to reduce the evils that may come from its use. 

So far all the incidental troubles from automatic 
brakes have been reduced or removed by inspection, and 
roads with well organized repair departments report no 
difticulties of real importance, except those arising from 
the careless handling of the engineers’ valve. Occasional 
reports are received where a broken car coupler permits 
the trains to part or a hose bursts, and then all the evils 
that Mr. Waitt’s paper tells of are liable to follow. 

This leads naturally to the conclusion that railroad 
men and purchasing agents must cease to look upona 
hose as a round piece of rubber which is “* good enough ” 
it it will stand a pressure test, and upon a coupler as 
suitable if it weigis 220 lbs. and is backed with a guar- 
antee and a low price. Well might railroads bewail the 
fate which compels the use of an automatic brake if 
strong couplers and durable hose could not be found, 
but as both are offered in the sharpest of American com- 
petition, there is no cause for grief about the conditions 
imposed by modern brake service. It is clear that there 
is a chance for introspective examination by each road 
of its own practice to learn if any really usetul steps are 
being taken to select good couplers and good hose. 

If we are to judge by the experience on other roads, 
Mr. Waitt’s trouble can be cured by using the proper 
quality of hose and lots of it, so that no_car shall leave 
an inspection point with a suspicious looking hose or 
coupler. This may temporarily increase the cost of air- 
brake repairs, but this increase will be repaid by the 
saving in wrecks where the condition is as bad as Mr. 
Waivt’s paper describes. In the future one may trust 
that all roads will use good hose and couplers and that 
inspectors will be able to pick out all defective hose dur- 
ing arapid inspection; meantime what is needed is a 
good standard test for hose and a standard requirement 
for car couplers that will rule out the abominable com- 
binations of rubber and cloth now sometimes sold for 
air-brake hose, and set aside some of the cast-iron coup- 
lers now offered as malleable. With these standards all 
can select proper material to prevent wrecks from parted 
trains, but without them it is as difficult for the pur- 
chaser to make a proper selection as it is for the manu- 
facturer to suit the ranging requirements of the present 
miscellaneous spegifications. k 

Mr. J. F. DEEMS(C., B. & Q.): This morning we 
looked over 168 burst hose and also a lot of hose other- 


wise defective. Of the total number of burst hose ex- 
amined, nearly three-fourths, or 71 per cent. of th :m, 
fail at a point between the center and the pipe con .ec- 
tion, and one-half fail within 3in. of this connection. 
In many cases the rupture would occur where there 
seemed to be a lap or seam in the ducking. This was 
especially noticeable in hose where this seam runs par- 
allel with the hose, ad the fittings are put in to bring 
it on the outside of the curve when the hose is coupled 
up or hooked up in the dummy couplings. But where 
the seam was on the inside the effect was not so marked. 
It would seem to me that in putting the fittings into 
hose that show this parallel seam something might be 
gained by putting them in to bring it on the inside of 
the curve. Some of the hose inspected seemed to have a 
piece of ducking about three-fourths of an inch wide 
wound spirally just underneath the outside rubber coat- 
ing, and in most of these cases rupture will occur at the 
edge of this narrow } greg and parallel with it. 

The evil effect of the dummy coupling was plainly 
shown, and doubtless in a great measure accounts for 
the 71 per cent. of failures near the pipe fitting, which is 
rather at variance with Mr. Waitt’s statement when he 
says that hose fail ‘‘without exception’”’ on account cf 
the effects of heat and cold; but it emphasizes the im- 
portance of his suggestion in the same paragraph about 
strengthening or reinforcing the hose at the ends. 

Mr. J.N. BARR (C., M. & St. P.): I think Mr. Waitt’s 
paper is about as pessimistic as Mr. Barnes’ is optimistic 
ov the subject, and [ think, too, that in a number of 
points the real cause for the difficulty has not been 
ascertained. Now, I feel a little strongly on this sub- 
ject, because we have recently been put to considerable 
expense paying for hose replaced under our cars, and 1 
made up my mind to look a little into this matter, or to 
look carefully into it, in fact, and see what amount of 
damage we could attribute to burst hose. We have fol- 
lowed this thing up now so closely that we can say 
almost to a cent how much damage is caused to our roll- 
ing stock from wrecks. derailments of trains, or any 
other cause or casualty while on the road. I took this 
record and went over it carefully from Jan. 1, 1894, up to 
the present time, and I find that the damage charged to 
hose bursting was $260. We have had a number of 
expensive cases of damage from trains parting, but the 
have not been attributed to hose bursting; and I thin 
there is where Mr. Waitt and I differ on this point. 
Now, Mr. Waitt has been making avery careful examin- 
ation of hose, and in the last six weeks we have received 
notices that will cost us about $50 for hose removed from 
our cars on account of being in imperfect condition. It 
may be all right; but it is strongly impressed on my 
mind that it has cost us $50 for removing hose which was 
said to be imperfect, an amount about twenty times as 
much as it has cost us on our road for actual damage 
from burst hose. Iam satisfied that the amount of 
actual damage from hose bursting is almost infinitesimal. 

Nine-tenths of the damage to cars on our road arises 
from trains parting and coming together, and there the 
air-brake comes into very serious play. This is too im- 
portant a matter to let drop, I think, with a few hours’ 
talk on the subject. 

I am inclined to think that, with the test that trains 
receive from the air-brakes — before they go on the 
road, if that test was 15 or 20 lbs. higher than the service 
work on the road, it would meet every requirement and 
detect every burst hose in ample time to prevent any 
damage on the road—and that test could be very cheaply 
applied. It seems to me that that would give a margin 
that would almost guarantee against loss from hose 
bursting on the road. 

There is one thing which has been a cause of serious 
accident, and that is the application of the brakes in 
close succession—making two applications within a short 
time before the train can be recharged. It 1s for that 
reason that I feel very much inclined to say that, while 
we should run our air-brake carsat the head of the train, | 
and maintain the air-brake there, under no circumstance 
should the air be applied except in the case of emer- 
gency. It seems to me that it would be almost neces- 
sary to have a rule that, when an application was made, 
a proper pressure should be secured in the train pipe be- 
fore the train proceeded. 

Now, take again the case of stopping engines ata 
water tank. I believe, and think I have the data to 
show, that there has been more damage by a thousand 
times done by stopping trains at water tanks witha 
small number of cars equipped with air at the head of 
the train, than has been done by all the burst hose that 
ever existed. The difficulty there is simply this: You 
endeavor to stop the engine atan exact point; the train 
does not stop quite there, the emergency is applied, and 
the rear of the train comes up, with the results that every- 
body has been familiar with since the experiments on 
the C., B. & Q. some five or six years ago. If we are to 
use air for stops at water tanks, the only safe way will 
be to be sure you stop before reaching the tank, and 
then crawl up, and use the reverse lever. I don’t believe 
it can be done in any other way. The same way with 
switching trains. I will put myself on record in saying 
that it is impossible to switch a train of 20 or 30 cars wit 
8 or10aircars ahead, without running the risk of, or 
without actually, breaking couplings at almost every 
switch, and I do not know but what that has been im- 
pressed upon the minds of every one thet has been 
observing these points ‘ é 

This question of air hose isa very important one. A 
road with an equipment of 2,000 cars requires 40,000 hose, 
which cost $40,000. If these hose last only two years, you 
have got there a fixed expenditure of $20,000 merely for 
maintaining the hose. Now if the rigid inspection 
which has been proposed in this paper were 
carried out, I have no doubt but what a great 
many hose that we now run _indefinitely, would 
be removed on account of indications of crack- 
ing, etc, that might otherwise give a_consider- 
able service. By making a cast-iron rule ofthis kind, we 
can very easily put an expense on our companies, not 
only of thousands but tens of thousands of dollars, and I 
question whether we would really get one cent in return 
for it. That is the special point I want to make in con- 
nection with this paper. 

Mr G. W. RuopEs: Our actual data would practically 
confirm Mr. Barr’s estimate, as we found for the year 
ending September, 1894, we had paid 212,000 for hose, and 
for the year ending September, 1895, $8,000 tor hose, on 
about 7,500 cars. Our investigations point to the fact 
that the hose failures were largely due to the kinking of 
the hose. In 1893 and 1894 we had a very rigid rule on 
the C., B. & Q road, requiring all hose to be placed in 
the dummy ‘couplings. The dummy couplings were 
really made use of on the C., B. & Q. Finding out this 
large expense which we were incurring in hose, and 
noticing that they ruptured frequently where they were 
kinked, the first reform that we made was to do away 
with the dummy and let the hose hang straight 4 in. 
from top of rail, and we believe this is one of the reasons 
that we have had fewer hose fail in the last year. 


[TO BE CONCLUDED. ] 
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Mr. Thomas Curtis Clarke. 





It seems almost superfluous to introduce to our read- 
ers the President-elect of the American Society of Civil 
Engineers, Mr. Thomas Curtis Clarke. His face has been 
familiar to two generations of civil engineers on both 
sides of the ocean. A great many of them have been 
charmed by his “flowing courtesy,’ and his work is a 
part of the history of the profession in the United 
States. 

Mr. Clarke was born in Newton, Mass., Sept. 16, 1827, 
and isa brother of that very eminent minister, the late 
Rev. James Freeman Clarke. As a lad Mr. Clarke was 
a pupil of the Boston Latin School, and was graduated 
from Harvard in the class of 1848 and was the class 
poet. He has always kept his interest in literature and 
in the liberal arts, and, like the late Eugene Field, he has 
translated several of the odes of Horace. 

His special studies in civil engineering were under 
Capt. John Childe, of Springfield, Mass. In his early 
life he was engaged on various railroad work, but soon 
. took up bridge engineering as a specialty, although he 
he has continued to pay careful attention to a great 
variety of engineering and has been, and still is, fre- 
quently consulted in important work other than bridge 
work. 

One of his early works was the second railroad bridge 

across the Mississippi River, that of the Chicago, Bur- 
lington & Quincy, at Quincy, Ill. This bridge Mr. 
Clarke built without the interven- 
tion of contractors (except for the 
iron work). He designed all the ma- 
chinery and plant, and was so suc- 
cessful that in spite of a season of un- 
usually high water, he opened the 
bridge for traffic in 15 months after 
the beginning. This bridge has never 
given any trouble, and no collisions 
of boats with the piers, of any impor- 
tance, have ever taken place. A\l- 
though cast iron was used in the upper 
chords, as was the fashion of that 
dsy, no ill effez:ts have followed. 
This is probably owing to the ex 
cellent floor system which was made 
in advance of the times, and up to the 
best modern practice. In the piers 
and foundations Mr. Clarke was 
among the first of American en- 
gineers to use concrete on a very 
large scale, which practice he hascon- 
tinued to follow in later works. 

Mr. Clarke was the senior partner of 
the firm of Clarke, Reeves & Co., of 
Pheenixville, Pa., which later became 
the Phoenix Bridge Co. The work 
of this company spread all over the 
Union, and comprised not only many 
of the most important bridges that 
have been built, but a considerable 
part of the elevated railroads of New 
York. Oneof the famous works in 
which he was especially interested 
while at Phoenixville was the Kinzau 
viaduct, which was at the time the 
highest viaduct in the world, and 
which was singularly bold in design 
and rapid and economical in con- 
struction. In this work 1,750 tons of 
iron were distributed and erected 
in the summer of 1882 in less than 
four months, and the erecting was 
done without scaffolding. The great- 
est height of this structure above the 
bottom of the gorge is 210 ft. 

In 1884 Mr. Clarke became one of 
the original members of the Union 
Bridge Company, which speedily came 
to be oneof the foremost bridge build- 
ing concerns in the world, p2rhaps 
the greatest in the magnitude of its 
operations. While Mr. Clarke was connected with this 
company it invaded Australia and built the famous 
Hawkesbury bridge. which was one of the brilliant 
achievements of American engineering commercially as 
well as professionally. At the same time the company 
was building the bridge across the Hudson River at 
Poughkeepsie, whose foundations are 135 ft. below water, 
and of this Mr. Clarke had especial charge. In fact, he 
has been closely concerned in the building of over 80 
miles of bridges and viaducts. He is now Consulting 
Engineer of the great Third avenue bridge in New 
York, for the design and construction of which he is 
entirely responsible, in connection with Mr. G. W. Bird- 
sall, Chief Engineer of the Department of Public Works. 

Mr. Clarke has been an unusually industrious writer 
of engineering monographs. Many of his papers are 
embodied in the Transactions of the American Society of 
Civil Engineers, and he has received from the Institution 
of Civil Engineers (British) the Telford medal and the 
Telford premium for papers contributed. He has also 
written considerably for magazines and reviews. He is 
a member of the American Society of Civil Engineers, of 
course, also of the American Society of Mechanical 
Engineers, American Institute of Mining Engineers, the 
Institution of Civil Engineers (British), and of the 
American Philosophical Society of Philadelphia—the 
oldest scientific society in the United States. He is also 


amember of the Century Club in New York, and the 
Union Club in Boston. 

Mr. Clarke shares with the late C. Shaler Smith the 
credit of the invention of the modern metallic railroad 
viaduct with braced towers and connecting spans. He 
is now engaged in developing the largest irrigation 
scheme ever attempted in this country. 








Grab-irons. 





At the December meeting of the New England Rail- 
road Club a discussion on grab-irons or handholds was 
opened by Mr. John T. Chamberlain, Master Car Builder 
of the Boston & Maine. He says that the railroads 
throughout the country are progressing, but he has 
still to deal with a great many cars that are not 
equipped according to law. At Northampton, for in- 
stance, he is applying grabirons to about 50 cars a day, 
one-half of which belong to his own roadand one-half to 
the New York, New Haven & Hartford. His opinion is 
that the railroad companies are working in the dark as 
to what is strict conformity with the law. On platform 
cars he is putting a grab-iron over the step, but why he 
does not know, except that it is the law. 

Mr. Marden said there was no doubt that a uniform 
position for grab-irons is desirable, but what the best 
location is he is not prepared to say. As to platform 
cars, he has issued a blue-print authorizing grab-irons 
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to be put on the under side of the sill. It is his observa- 
tion that a great many cars have been equipped since 
the law went into effect. He would like to hear anex- 
pression of opinion as to whether it is better to put 
grab-irons under the end sill or on the side of it. Heis 
of the opinion that under the sill it is practically use- 
less. 

Mr. Robertson thought that in this case it would be 
better to put it near the top of theend sill. He finds very 
few carsrunning over his road that are not well equipped | 
and at inspection points they are equipping cars as fast 
as possible. 

Mr. Adams does not believe that there is any need of 
handholds on flat cars. Underneath the sill it would 
be practically useless and anywhere else it would be ob- 
jectionable. 





Should Railroads Buy or Manufacture ? 





At the November meeting of the New York Railroad 
Club a topical discussion was introduced as to “ whether 
it is good policy for a railroad to manufacture to any 
considerable extent articles for repairs that can be pur- 
chased in the open market.” 

In discussing this Mr. Mitchell (Erie) said that in esti- 
mating the cost of their own! manufactures railroad 
companies often neglect to charge in ‘the freight on the 





raw material, the use of cars in transporting material 
which could otherwise be used in earning money for the 
company, and general expenses or interest. In his 
opinion it is not good policy for a railroad company to 
make what it can buy outside. Labor so employed is 
taken from the general work of repairs which is neces- 
sary for the successful operation of the road. The Erie 
is gradually getting to buy its locomotive frames be- 
cause the manufacturers can make a frame cheaper than 
the railroad companies can. The railroads, however, 
must manufacture certain things that will use up scrap. 
for instance, bolts. They must also manufacture the 
lumber which is put in car repairs. About five years 
ago the Erie Railroad shut up its foundries, preferring 
to buy cast iron outside. They can buy their castings 
as cheap as they can make them. Brasses they buy 
entirely. 

Mr. Higgins(Lehigh Valley) said that there is one con- 
trolling fact—namely, that the shop capacity has not in- 
creased in the last 10 years in proportion to the increase 
in equipment and in business. The company now fre- 
quently finds it necessary to go outside to buy parts that 
formerly were made in its own shops simply for want of 
capacity. This he believes will gradually force the rail- 
roal companies out of manufacture, 

Mr. West (O. & W.), President of the Club, says that 
the Ontario & Western finds that in many cases it can 
buy a manufactured article now cheaper than it could 
formerly buy the raw material, as, for instance, brasses; 

that company buys not only brasses, 
but .iron castings, bolts, nuts and 
forgings, Itdoes, however, utilize old 
bolts to make shorter lengths and 
short bolts are at present not often 
purchased. Mr. Coleman (General 
Storekeeper, Lehigh Valley) says 
in general it would be preferable to 
buy material outside; still there are 
special cuses in which it pays to 
maaufacture. The Lehigh Valley is 
able to make about 45 per cent. of its 
car bolts from old bolts and rods. It 
costs now about ¢.15 of a cent per 
pound, to handle scrap rods and scrap 
bolts from the car at the scrap plat- 
form tothe shops. The average cost 
for bolts made out of scrap is far less 
than that of bolts purchased. His 
road finds it economical to buy brass 
castings, bearings and engine cast- 
ings. It has not been found econom- 
ical to buy gray iron castings. These 
it ismaking cheaper than any manu- 
facturer has yet proposed to furnish. 
A great many small articles can be 
bought of the manufacturers from 10 
to 40 per cent. cheaper than the road 
has ever been able to make them. 
This road buys all nuts tapped, this 
being cheaper than to change the taps 
for various sizes. 
Mr H. H. Vreeland (President Met- 
ropolitan Traction Co.) had made a 
very careful investigation of this 
subject as applied to electric rail- 
roads. He found that it was a pretty 
common experience that such com- 
panies had begun the manufacture of 
various parts in order to force down 
prices. For instance, one company 
had paid five years ago $350 for a 
trolley wheel; now they turn it out 
themselves for 75 cents, and have 
brought the manufacturers’ price 
down to 65. Motor equipment fora 
car four years ago cost $2,500. Re- 
cently he has placed an order for the 
same thing for #675. But competi- 
tion and specialization have gone so 
far that ‘“‘there is not a single main- 
tenance part of equipment manu- 
factured by us.” Mr. Parke (Westinghouse Air 
Brake Co.) spoke genera'ly of the fact that as a 
matter of principle the manufacturers are able to 
produce material cheaper than the railroads. For in- 
stance, Messrs. Jackson & Woodin are to-day offering 
to sell to railroads the M. C. B. brake gear complete 
for a price about one-third of the lowest estimate that 
he (Mr. Parke) has ever seen handed in by master car 
builders to their superior officers. 

Mr. Mitchell spoke further, illustrating by some 
details his previous remarks. He said railroad com. 
panies are giving up manufacturing because their shop 
tools are becoming antiquated. Where an old frame 
slotter would only slot one pair of frames the Baldwin 
Locomotive Works have a slotter that will slot four pairs 
at once. A Daniels planer in a railroad car shop plane: 
one side of a timber at 4 ft. a minute. The modern 
planer will plane four sides at 60 ft. a minute. Railroads 
cannot afford to put in new tools every 10 years in order 
to keep up with the times. 

Mr. Wattson (West Shore) argued that it pays railroad 
companies to do acertain amount of manufacturing in 
order to keep a permanent force of good men in the shops 
during dull times. 

To this Mr. Higgins replied that when dull times come, 
with reductions of expenses, the first place to suffer is 
the shop. 
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Pneumatic Interlocking at Nashville. 





Mr. J. W. Thomas, Jr., Assistant General Manager of 
the Nashville, Chattanooga & St Louis, has devised a 
complete pneumatic interlocking machine for switches 
and signals, which is worked without the aid of elec- 
tricity, and has put it in useon his road at Nashville. In 
the following paragraphs and the accompanying en- 
gravings the apparatus is described. The fundamental 
feature of this design. is the manipulation of the valves 
admitting air toand exhausting it from the working 
cylinders of the signals and switches, by means of pis- 
tons of the equalizing type, the pistons being actuated 
by compressed air. The experimental plant, consisting of 
eight levers, operating two switches, one cross over and 
seven signals has been in operation for the past twelve 
months, giving satisfactory results. 

Switches.—Vig. 1 is an axial section of valves for ad- 
mitting air to and exhausting it from the working cylin- 
ders of a switch. and also shows section of reservoirs 6 
and 6’.Fig. 2, is cross-section. Fig. 3 is a top view of 
reservoirs and valve seats ; 
and Fig. 4 is an axial view of 
the working cylinder and a 
top view of chests and rescr- 
voirs. 

When the switch is in its 
normal position, pressure 
in controlling pipe 4, chest 





projection on 20; valve 14 is shifted to its normal position, 
thus reducing pressure in controlling pipe 4, and in- 
creasing pressure in controlling pipe +4’. Valve 14 is 
moved its full throw by the time lever 18 reaches its C 
position. Latch 18 is now released and lever may be 
brought to its D or normal position, provided switch 
has properly responded. 

Switch Indication.—As it is of the utmost impor- 
tance that there be no question as to whether a switch 
responds properly or not, two indication pipes are used, 
it being impossible to get the proper indication with one 
pipe, for at one move or the other the indication would 
have to be gotten by a reduction of pressure, and as this 
reduction might be the result of a leak, a false indica- 
tion would be’given. With two indication pipes, in one 
of which the pressure must be reduced and in the other 
increased in order to give the indication and release the 
lever, a false indication cannot be given. At Figs. 6 and 
7 is shown the apparatus atthe switch for giving indi- 
cations. The§ switch and lock movement has 8 in. stroke, 
whereas the switch points have only 4in., therefore bar 
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5 and reservoir 6, is at 70 
lbs. per square inch, the 
pressure in chest 5 and res- 
ervoir 6 having equalized 
with the pressure in control- 
ling pipe 4 by means of equal- 
izing port 7; chest 5 and reser- 
voir 6 are in communication 
by means of passages 3.Fig 3. 
The pressure in controlling 
pipe 4’, chest 5’, and reservoir 














6’ is at 80lbs. Under these 





conditions, piston 8 is to the 
right, and F' end of cylinder 
1, Fig. 4, is in communica- 











tion with the atmosphere by 
way of port 9, slide valve 
10, and exhaust port 11. Piston 8 is also to the 
right, and B end of cylinder 1 is in communication 
with main supply 12, by way of slide valve 10’ and 
port 9. Inorder to reverse the switch, pressure in con- 
trolling pipe 4 must be increased, and as the increase 
takes piace more rapidly than air can flow through 
equalizing port 7, piston 8 is moved to the left, taking 
slide valve 10 with it, thereby admitting air at 80 lbs. 
pressure from main supply 12 to F’ end of cylinder 1; 
at the same time pressure in controlling pipe 4’ must be 
reduced, and as the reduction takes place more quickly 
than air can pass through the eqnalizing port piston 8’ is 
moved to the left, valve 10’ is carried with it, and air is 
exhausted from B end of cylinder 1 and switch goes over. 
Reservoirs 6 and 6’ are added to increase the capacity of 
chests 5and 5’ respectively. The minimum pressure in 
controlling pipes is 70 lbs., the maximum pressure 
80 Ibs, 

To the frame of the interlocking table in the tower is 
attached a switch controlling valve 13, a view of which 
is shown at Fig. 5. Port 4 is connected to controlling 
pipe 4, and port 4’ to controlling pipe 4’ of Fig. 1. Ports 
J5and 16 are each connected to a cast-iron reducing 
reservoir located at some suitable point in the tower; 
port 17 is the exhaust. With operating lever 18 in its 
normal position, slide valve 14 takes the position as 
shown in drawing, and air from main supply 19 flows 
into controlling pipe 4’. Controlling pipe 4 is in com- 
munication with reducing reservoir 15; reservoir 16 is in 
communication with the atmosphere by way of exhaust 
port 17. When it is desired to reverse the switch, valve 
14 is moved upward, thereby closing communication be- 
tween body of chest and controlling pipe 4’, and estab- 
lishing communication between controlling pipe 4’ and 
reducing reservoir 16, and as all of the air has been ex- 
hausted out of reservoir 16, air from controlling pipe 
4’ flows into this reservoir, thus reducing the pressure 
in controlling pipe 4’; at the same time valve 14 uncovers 
port 4,and pressure in controlling pipe 4 is increased to 
80 I+s.: reservoir 15 is also put in communication with 
the atmosphere. The reservoirs should be of such size 
as to reduce the pressure in the controlling pipes 
about 10 lbs, when communication is.established with 
them. 

In order to accomplish the interlocking it must be so 
arranged that lever 18 and its tappet 19 must make but 
one half of their stroke unless the switch has properly 
responded, therefore slide valve 14 must be shifted its 
full throw during the first half of the stroke of lever 18, 
said lever to have a silent movement in passing from its 
C to its E position, at least so far as slide valve 14 is con- 
cerned. Tothe upper end of valve stem 13 is secured 
piece 20. When it is desired to reverse the switch, latch 
lever 18’ is brought up against lever 18, thus raising latch 
21 out of notch inquadrant and putting latch 22 in en- 
gagement with lower part of projection or 20. After 
valve 14 has traveled its full throw, it strikes against 
stop in chest, thus preventing lever 18 from going 
further than its C position; latch lever 18’ is then released 
and latch 22 isdisengaged from 20, after which lever may 
be taken to its E position, if switch responds properly. 
When it is desired to put the switch back to its normal 
position latch 22 is brought into engagement with top o 
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forcing its piston upward. Indication pipe 31’, valve 
35 and reservoir 35’ contain air at 70 lbs. pressure, and 
slide valve 36’ has exhausted air from upper end of cyl- 
inder 39. Rod 41 is so connected to piston rod 40, that 
when 40 moves downward, 41 moves upward, and vice 
versa. 

Fig. 8 shows relative position of tappet and locking 
pins with tappet, lever and switch in their normal posi- 
tion. Fig. 9 shows relative position of tappet and lock- 
ing pins with lever and tappet in their C position, should 
switch fail to respond. Fig. 10 shows relative position 
of tappet and locking pins in their C position, if switch 
responds properly and lever free to be moved to its E 
position. Fig. 19a shows relative position of tappet and 
locking pins with tappet, lever and switch in their re- 
versed position. It will be noted that pin 41 is ready to 
stop tappet at half-stroke should switch fail to respond 
when lever is brought from its £ to its C position. 

Should lever 18 be brought from its D to its C position 
and switch fail to respond, it would be impossible to 
complete the stroke of the lever or its tapper 19, as edge 
42’ cf slot 42, Figs. 8, 9,10 and 10a, would be brought up 
against piston rod or pin 40. If switch responded 
properly, arm 25, Fig. 7, would strike knocker 27’, valve 
29, Fig. 6, would be forced to the left, indication pipe 31 
would be put in communication with reducing reservoir 
32, and pressure reduced to 70 lbs.; indication pipe 31’ 
would be put in communication with body of chest 28, 
pressure would be increased’to 80 lbs. and air would be 
exhausted out of reservoir 32’ through exhaust port 33. 
A reduction of pressure in pipe 31 would cause piston of 
valve 34 to move downward and slide valve 36 would 
exhaust air from bottom end cf cylinder 39, an increase 
of pressure in indication pipe 31’ would move piston of 
valve 35 upward, and slide valve 36 would admit air into 
upper end of cylinder 39, thus lowering pin 40, Figs. 5, 8 
and 9, out of engagement with notch 42 and raise pin 41 
into notch 43 on opposite side of tappet 19 (see Figs. 10 
and 10a). The lever can now be put in its reversed or E 
position. With locking pins in position shown at Fig. 
10a, pin 41 is ready to stop tappet at half-stroke should 
switch fail to respond when lever is brought from its EZ 
to its C position. 
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Pneumatic Interlocking Apparatus for Switches and Signals, 


24, Fig. 7, moves2in. before the points begin to move 
and 2in. after the points are up. To bar 24, which is 
coupled direct to the piston rod is bolted arm 25. Through 
the outer end of this arm passes valve stem 26, the stem 
being provided with adjustable knockers 27 {and 21’. 
With switch inits normal position, slide valve 29, Fig. 6, 
takes the position shown; chest 28 is supplied with air at 
80 lbs. pressure through connection 30, and as indication 
pipe 31, leading from switch to tower, is in communica- 
tion with body of chest, it contains air at 80 lbs. pressure, 
Indication pipe 31’ being in communication with reduc- 
ing reservoir 32’, contains airat 70 lbs. Port 33 is ex- 
haust. Attached to the locking table in the tower (See 
Fig. 5) are two valves 34 and 35, and tappet locking de- 
vice 39. With switch in its normal position, indication 
pipe 31, valve 34 and reservoir 34’ contain air at 80 lbs. 
pressure, and slide valve 36 has established communica- 
tion between main supply and lower end of cylinder 39, 


In the levers of the machine, the beveled type of 
locking is used; hence, if lever cannot ke fu.ly re- 
versed, it locks all levers with which it is inter- 
locked. 

Reservoirs 34’ and 35’ are used to increase capacity 
of valves 34 and 35, respectively. 

Two Position Signals.— 1g. 1Lis the general arrang ‘- 
ment of parts on the mast; Fig, 12 isthe indication chest 
Fig. 13 is a vertical section of signal valve and cylinder 
and Fig. 14 is a cross-section of signal valve, cylinder an 
reservoir. Fig. 15 is a top view of the valve seat. 

With signal in its normal position, controlling pipe 
chest 2, and reservoir 3 (see Fig. 13), contain air at 70 lbs 
pressure, the equalization between controlling pipe an 
chest having taken place by means of equalizing port5 
and the equalization between chest 2 and reservoir 
having taken place through ports 6, Fig.15; piston ¢ an 
slide valve 8 are to the left, air is exhausted out of ope 
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ating cylinder 9, and counterweight 10, Fig. 11, has 
brought blade to its horizontal or danger position. To 
put signal to safety, pressure must be increased in con- 
trolling pipe 1, and as the increase takes place more 
rapidly on the controlling pipe side of piston 7 than it 
does on the opposite side of the piston, piston is forced to 
the right, carrying with it slide valve 8; exhaust port 11 
is closed; air from main supply 12 is admitted by way of 
port 13 to operating cylinder 9, and the. blade is brought 
to its vertical or safety position. Reservoir 3 is added to 
increase capacity of chest 2. 

Signal controlling valve 16 (see Fig. 16) is bolted to the 
frame of the locking table; 1 is controlling pipe leading 
from tower to signal; 25 is port leading to reducing 
reservoir 25’; 26 is exhaust. With valve 17 in the posi- 
tion shown, controlling pipe 1 is in communication with 
reducing reservoir 25’, ard pressure in controlling pipe 
is at 70lbs. To put signal to safety, valve 17 is bronght 
toits highest position and air at 80 lbs. pressure flows 
from tody of signal controlling valve 16 into the con- 
trolling pipe, thus increasing the pressure ; and, as here- 
tofore explained, the signal goes to :af:ty. To restore 
the signal to danger it is cnly necessary to put valve 17 
in the position shown at Fig. 16, thereby establishing 
communication between controlling pipe 1 and reduc- 
ing reservoir 25’, air flowing into this reservoir reduc- 
ing the pressure in controlling pipe, piston 7, Fig. 13, is 
shifted to the left, carrying its slide valve with it, thus 
exhausting the air out of working cylinder, and tke 
counterweight takes the signal to danger. 

Signal Indication.—Assuming that it is more import- 
ant to know that a signal resumes its danger position 
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reservoir 23’ also contain air at 80 lbs. pressure. Under 
these conditions piston 32’ of valve 32 isin its highest 
position, and air from main supply 34 is admitted into 
upper end of cylinder 37, forcing locking pin 40 down 
and locking pin 41 up. When lever 18 is brought to its 
C position valve 17 has moved its full stroke, said valve 
is then dropped, and if signal responds properly slide 
valve 27’, Fig. 12, reduces the pressure in indication pipe 
28 by establishing communication between said indica- 
tion pipe and reducing?reservoir 30’, Fig. 11; piston 32’ of 
valve 32, Fig. 16, is actuated, air is exhausted out of 
upper end of cylinder 37, and spring 38 forces locking pin 
41 down out of engagement with slot 43, and locking pin 
40 up and into engagement with slot 42 (see Fig. 18), and 
the lever and its tappet are now free to move tothe £ posi- 
tion. Should the signal fail to respond properly, pres- 
sure in indication pipe 28 would not be reduced, air 
would not be exhausted out of cylinder 37, locking pin 
41 would not be withdrawn from slot 43, and lever 18 
could not be moved beyond its C position (see Fig. 17a). 
If after lever is brought from its EF to its C position, the 
signal should fail to go to danger, valve 27’, Fig. 12, 
would not be shifted, pressure in indication pipe 28 
would not be increased, equalizing piston 32’ of valve 32 
would not be actuated, upper end of cylinder 37 would 
not be charged with air, pin 40 would not be withdrawn 
from slot 42, Fig. 18, and lever 18 and its tappet could 
not be moved beyond its C position,’and all conflicting 
levers would remain locked. 

Three Position Signal.—Fig. 19 is general arrange- 
ment of parts on mast ; Fig. 20 is a side view of three- 
position signal valve, reservoir and cylinders; 21 is cross- 
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than it is to know that it goes to safety, the indication 
for signals has been arranged so that an increase of 
pressure must take place in the indication pipe before 
the lever operating the signal can be brought near 
enough to its normal position to unlock conflicting 
levers. 

Valve 27, Fig. 12, controls the pressure} in the indica- 
tion pipe 28 leading to the tower: 29 is main supply; 31 is 
exhaust; 30 is port leading to reducing reservoir 39’ lo- 
cated at the foot of mast. With signal in its normal 
position, indication pipe 28 isin communication with 
main supply, hence contains air at maximum pressure. 
Pipe 28is connected with indication valve 32 
in tower (see Fig. 16); 33 is connection to reservoir for in- 
creasing the capacity of chest 32; 34 is main supply; 35 
leads to upper end of cyiinder 37; 36 is exhaust. 

Fig. 17 shows the relative position of the tappet and 
locking pins with tappet, lever and signal in their nor- 
mal position. Fig 17a shows relative position of tappet 
and locking pins with lever and tappetgin their C’ posi- 
tion should signal fail to go from danger to safety. Fig. 
18 shows relative position of tappet and locking pins 
with tappet and lever in their C position and free to be 
moved to their # position, signal; having’ gone from 
danger to safety. 

Fig. 18a shows relative position of tappet and locking 
pins with lever and tappet in their reversed position, and 
signal at safety. It will be noted that pin 40 is ready to 
stop lever at its C position, as it is being moved from FE 
towards D, if signal does not go to danger. 

As heretofore stated, indication pipe 28 contains air at 
80 lbs. pressure when signal is at danger; chest 32 and 





In Fig. 22 is shown controlling valve 17 for reducing 
and increasing pressure in the controlling pipe of a 
three-p?s tion signal. The body of the chest 17 contains 
air at 65 Ibs. pressure, the pressure having been reduced 
from 8) to 65 lbs, by means of pressure reducing vaive 
connected at 19. Controlling pipe 1 is in communica- 
tion with port 24’, said port leading to reducing reser- 
voir 24’. Pressure in controlling pipe 1 is therefore re- 
duced and signal isat danger. To putsignal tocaution, 
latch lever 18’ is brought up against lever 18, latch 21 is 
disengaged from quadrant and latch 22 enters notch 2} 
of part 20, and the lever with its tappet 19is brought to 


.its C position, slide valve 16 of controlling valve 17 is 


brought to its middle position. In this position port 
16’ of slide valve 16is opposite port 1, communication is 
established between body of chest and controlling pipe 1, 
pressure is increased to 65 lbs., and signal goes to caution, 
At the same time communication is established between 
port 24 and exhaust port 25, thus exhausting air out of 
reducing reservoir 24’, If signal responds properly and 
it is desired to give a caution signal, latch lever is re? 
leased, thereby dropping slide valve 16 in its middle 
position and lever 18 can be put in its reverse position 
in order thatthe proper interlocking may be accom- 
plished. Ifit is desired to givea safety siznal, latch 
lever 18’ is not released when lever is brought to its C 
position ; but, as soon as the indication is received show- 
ing that the signal has left its danger position, the lever 
and its tappt, and slide valve 16, can be put in their re- 
verse position ; port 1 is blanked and air at 80 lbs. 
pressure passes from port 26 into controlling pipe 1 by 
way of port 27 and branch pipe 1’, and the s‘gnal will 
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Fig 14. 
: Fig.. 16. 
Pneumatic Interlocking /pparatus for Switches and Signals. 
be brought to safety as heretofore explained. To re- 


section of three-position signal valve, reservoir and 
cylinders, and 2la shows the valve seat of a three-posi- 
tion signal valve. 

With signal in its normal or danger position, air in 
controlling pipe 1, chest 2 and reservoir 3 have equalized 
to say 55 lbs. When an increase of pressure of from 2 
to 4 lbs. takes place in the controlling pipe, piston 7 is 
shifted to the right taking with itslide valve 8; air from 
main supply 12 is admitted to cylinder 9’ and signal is 
brought to its caution position, the piston of cylinder 
9’ having been stopped by projection in bottom end of 
cylinder. Piston rod 7 strikes stem 16, which is rein- 
forced by spring 17. Valve 8’ is not moved, because the 
distance between collars 18 and 18’ is as much greater 
than the length of valve 8’ as the travel of valve 8 during 
its first move. Now, if pressure in controlling pipe 1 is 
still further increased, piston 7 will be shifted further 
to the right, spring 17 will be compressed, valve 8’ will 
be shifted and air from main supply 12’ will be admitted 
to cylinder 9, the safety cylinder. As the pressure on 
both sides of piston 7 approaches equality, the piston 
will be shifted to its middle position on account of the 
pressure of spring 17 against piston rod 7’, but valve 
8’ will remain stationary. To put signal to danger, it is 
only necessary to make a sudden reduction of pressure 
in controlling pipe 1. It will be noted that piston rod 
i4’ is extended downward and into engagement with 
piston rod 14. When cylinder 9 is charged with -air 
the balance lever is actuated by lower end of piston rod 
14’ striking against stop 19 of piston rod 14. When cylin- 
der 9 is charged with air, piston rod moves freely through 
the projection on rod 14’ and blade is moved to safety, 


store signal to danger it is only necessary to put valve 
16 in the position shown in Fig. 22. The indication 
for three-position signals is the same as that for two 
pozition-signals, in that the levers and the tappets 
cannot be brought near enough to either their normal 
or reversed positions to unlock conflicting tappets un- 
less the signals respond properly. 

Pneumatic Selector.—W here there are two blades on a 
mast, to give indications for two diverging routes, each 
of the blades will have its own independent equalizing 
piston and appliances connected therewith, such as repre- 
sented in Fig. li. In other words the apparatus showa 
in Fig. 11 will be duplicated. Instead, however, of the 
controlling pipe 1, Figs. 13 and 16, leading direct from 
the signal controlling valve in the tower to the equal- 
izing cylinder (or either of them on the mast) it leads 
from the signal controlling valve in tower to port <5, 
Figs. 6ani7. Port 46 leads to equaliz‘ng or signal valve 
operating top blade; port 47 leads to signal valve opera‘- 
ing bottom blade. With slide valve 44 in the position 
shown, if signal lever is pulled an increase of pressur: 
will take place in controlling pipes 45 and 46 and top 
blade will be actuated. If switch is in its reversed posi- 
tion, arm 25, Fig. 7, will have shifted valve 44, Fig. 6, to 
the left, establishing communication between controll- 
ing pipes 45 and 47. Now if the same lever is pulled the 
increase of pressure will take place in controlling pipes 
45 and 47, and as 47 leads to signal valve operat- 
ing the iower blade, the lower blade will be brought 
to safety. A pneumatic selector is thus provided 
whereby one Jever can handle two or more signals, 
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the signal handled depending entirely upon the posi- 
ion of the switches. 

Locking Dogs.—We have seen that the switches and 
signals must respond properly before levers operating 
them can be fully reversed. It is obvious that a lever 
can be brought from its D to its C position, which as 
heretofore explained should operate the switch or signal, 
and that while the switch or signal is moving the lever 
can be returned to its E or D position Let us take a 
single lever for example: When lever is brought from its 
D toits C position, the signal should goto safety. Now, 
while the increase of pressure is taking p‘ace in the con- 
trolling pipe, the signalis movin, from danger to safety, 
and the decrease of pressure is taken place in indication 
pipe; there is nothing to prevent lever being returned to 
its D position, the locking pin striking the bottom of the 
tappet. Weshould then have the signal lever and its 
tappet in their normal or danger position, and the signal 
at safety. To obviate this we must s) arrange that after 
a lever has been started from its normal or reversed po- 
sition, it cannot be returned to either of these positions 
again until it has made a full’stroke backward or 
forward as the vase may be. To this end the pawl and 
ratchet arrangement shown in Fig. 24 is used. 

K-Lis a slot in side of quadrant M; J is a pin passing 
through and secured to lever; pawl N is pivoted to outer 
end of pin 7, and engages with ratchet Q. The lower end 
of pawl N is pivoted to rod P; rod P has spring P’. 
Rod P engages with eye bolt, the bolt being fastened to 
quadrant. As lever is being carried from its D to its C 
position, that part of pawl marked N’ engages with 
teeth in ratchet Q. If, after the lever is started from its 
normal position any effort is made to return it to its nor- 
mal position before it is carried to its H or reversed po- 
sition, N’ engages with the teeth and prevents the move- 
ment, When lever reaches about % stroke, pawl NV 
strikes pin R’, the position of paw] is reversed, and that 
part of pawl marked N” engages with the teeth in the 
ratchet, and will prevent lever after having been once 
moved from its E or reversed position, b2ing returned 
to that position until it has moved to its D position. 


























Fig. 21. 
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Leakage.—<As it is almost impossible to keep the pipe 
lines perfectly tight, feed ports have been introduced 
whereby the low pressure pipes are supplied with air at 
minimum pressure, that is 70 lbs. As signals are kept 
at danger except when they are lowercd to permit a train 
to pass, and as when signals are at danger the indication 
pipes are in direct communication with the main supply, 
and as the indication pipes are only cut off from the 
main supply when the signals are at caution or safety, it 
has not been found necessary to provide against leakage 
in them. (See ports 23 and 23’, Fig. 5; 34 and 34’, Fig. 
6; 39, Figs. 16 and 22; 11, Fig. 25 ) Without some method 
of providing against leakage the switch or signal could 
be pulled over the first time just as quickly as though 
the pipes contained normal pressure, but we should have 
to wait until the pressure behind the equalizing pistons 
reached something over 70 lbs. before the switch or sig- 
nal could be moved again. 

Simplicity —As will be seen from the foregoing ex- 
planation, there is no complicated or delicate mechanism 
to get out of order. Springs perform no important 
functions, except in the valves of the three-position 
signal. If thought advisable, the springs on the locking 
pins can be discardel and weighted levers substituted; 
but as they can be easily inspected, and can be made 
amply strong, no fears are entertained as to their doing 
the work satisfactorily. The absence of electric and hy- 
draulic apparatus contributes largely to the simplicity 
of the system. 

The apparatus needs no delicate adjustment; the 
pumps have becn stopped and the pressure allowed to 


fall to 50 lbs. before the ‘switches and two-position 
signal would fail to respond. The three-position signal 
refused to leave its danger position when pressure had 
fallen to 60lbs. All signals can be put to danger, even 
if pressure should fall as low as 4 lbs. A -in. cock 
may be left wide open on the controlling or indication 
pipe of a signal 1,00) ft. away, and even with this leak 
the signal and its indication will respond promptly. 

Three-quarter-inch wrought pipe is used for controll- 
ling and indication pipes. Most of the pipes in the 
experimental plant are above ground’ Reservoirs are 
made of cast iron. With the thermometer at 10 degs. 
b2low zero F. no trouble whatever was experienced with 
ice closing up the ports or passages, or causing the 
equalizing pistons to stick. A careful search was made, 
but not the slightest particie ef ice could be found in 
any of the valves, ports ur passages. With the yard 
flooded with water to the tops of the ties the switches 
and signals responded without interruption. 

Safety.—The pressure must be increased or decreased 
suddenly, otherwise the eqzalizing pistons will not be 
actuated. A reduction or increase of pressure caused by 
a leaky slide valve will not actuate these pistons. To 
demonstrate this, slide valves were made to leak very 
badly, the leak being very much greater than if a valve 
were permitted to run for years without attention. In 
vach instance the increase or reduction of pressure 
caused by such leaks failed to actuate the equalizing 
pistons. 

Should the high pressure controlling pipe of a switch, 
or a switch indication, spring aleak, and the pumps or 
compressors be unable 40 maintain the pressure against 
such leak, the switch will not fly over nor will a false 
indication be given, for in order to get the switch over 
or to get an indication, a sudden increase of pressure 















a Se heeetinenentetlll Z 






Y 
Z 

















KS x 


YA 





YZ 
Z 
y 
y 
Z 
Z 
y 
Z 
Y 
Y 
4, 





























Fig. 22. 


Pneumatic Interlocking Apparatus for Switches and Signals 


must be had in the low pressure pipe. Should the con- 
trolling pipe of a signal spring aleak, and the pumps or 
compressors be unable to maintain pressure against 
such leak, the signal will go to danger. It will be re- 
membered that it is necessary to increase the pressure 
in the signal indication pipe to get tappet unlocked so as 
to put lever in its normal position. 

Speed.—A switch 100 ft. away has been operated, and 
the indication given, in 0.8 second: one 250 ft. away in 
1.05 sec.; one at 500 ft. away in 1.75 sec.; one at 750 ft. 
away in 2.5 sec.; and one at 1,000 ft. away in 3.1sec. A 
signal 100 ft. away has been operated in 1.25 seconds; 300 
ft. away in 1.1 sec.; 350 ft. away in 1.34 sec.; 500 ft. away 
in 1.91 sec.; 1,000 ft. away in 3.1 sec.; 1,500 ft. away in 
4.00 sec.; and 2,000 ft. awayin 5.5 sec. Itis not necessary 
to wait for pressure to equalize. By actual test, a switch 
was handled as follows: 250 ft. away 20 times a minute; 
500 ft. away 20 times a minute; a signal, 300 ft. away, 28 
times, and one 1,000 ft. away the same. 

Home and distant signals ean be handled with the 
same lever, the indication being so arranged that the 
lever cannot be fully reversed unless both signals go to 
safety, and that the lever cannot be put near enough to- 
ward its normal position to unlock conflicting levers 
unless both signals to go to danger. A pneumatic 
‘slot’? is provided by running a controlling pipe from 
one machine to the controlling valve of a second ma- 
chine. Both levers must be reversed in order to pull off 
the signal. If either one of the levers is brought, from 
its reversed to its C position the signal is restored to 
danger. : 


Cost of Steel Rails in 1874 and 1875.* 





When first made in this country their cost to railroads 
[steel rails] was about $130 per ton; to-day the market 
price is from $28 to $29 per ton. What they cost the 
manufacturer now I am not at liberty to say, even sup- 
posing I have that knowledge; but I can give some 
ancient cost sheets, which may possess some interest. 

In 1874 and 1875 there were produced in this country 
144,944 and 290,863 net tons of steel rails. At one of the 
then most prominent Western works the cost for the 
two years was summarized as follows, not including sal- 
aries, insurance or taxes: 

Cost of S'eel Rails in 1874 and 1875. 
Converting : 








85 per cent. work.’ own coke pig, at. . $33.00 
15 “4g charcoal pig, at. aa 3e-00 $33.30 
240 lbs. scrap, at.... 40.00 4.°2 
19) ** spiegel, at . 51.00 4.31 
MOO sie sitive edrecees 457 
RMN ge area cans amereeke) lie teeete 1.22 
Ingot molds Seisewaseeatsakneneeeern -90 
EME ncltete sceakatc «we bedaeneee 3.50 
EES 9k a oitol Sanne essen Fesmsenes 78 
PU TEICTINNONINETS, 6 siuy'e's'e'o0 58 ait sectietecaed 50 
Ingots........0- emapiesis $53.10 
Bloom and rail roiling; 4 
13 tons ingots, at......cccccceoce os os $53 10 $66.75 
Fuel, steam, at...... + eesiboattelene cess 4.50 1.08 
Wael, MOAUNG Abs... 555.080 sesces seee 5,50 2.05 
MUNMED Circe in tor ewes scar evenered cocsom 7.65 
Miscellaneous...... Scemimcnesaces catkaes 1,51 
$79.04 
Cr. 
400 Ibe. SCTAp, Ab...... sccccesceee oes  BAN.CU $6.80 » 
90 ** second-class rails, at.... ..... 73.00 2.93 $9.73 
COBY) TOMPOI aic. cic cscsiiewn seed $69 31 


Another prominent Western works gave cost for the 
month of October, 1874: 





Ingots: 
Pig, at $24 per ton, 1NGolS o.oo ccccicccccssceccccceceees $39.15 
Other items, deducting ecrap.......scccescecese socccee 8.6614 
TOROUR se 6 cess ccviccsac Prawinieiaulorate cee Chana tisismminen tebe $47.8116 
Blooms: 
RON Sick cig toa. eioiensia ee eho ce kaaee ne hae ahange Resin Pase $47.8146 
OLHEr OXPENlES, TESH SCTAP.......cc0ce. 6 205 ss000- 0800 5 90 
SAMIR, a5. ines bay welsnioeoacsaecvdene na eceneren $53.71 49 
ails: 
Sn EEE Aare cea EE AAA en Re AT Ere $53.71144 
Other items, deducting scrap _....... viel eine” > heres 
TRANS oa cictsiois aisha)” « , masaiearslaapeetmemaes ‘ ... $67.08 
A prominent Eastern mill’s cost in January, 1875, 
gave: 
Average cost pigand spiewel ..... 0  —seesee vesccccces- $33.53 
Average cost same into Ingo’s .. ........ Z,) - RaePeshamcies 15.37 
Average cost ing tsinto hlooms.... .. .... Seri eee ara 9.67 
AVETERS CORE BIOGAS LO1O Tall... 65.0: cascisa ceee edcceccess 9.28 

















Fig. 24. 


Early in 1873, with Bessemer pig iron at about $65, it 
was a serions question at another works, situated in the 
middle of the country, if they were keeping even with 
rails from $120 to $125 per ton. 

In comparing the statistics given above with the pres- 
ent, the relative cost of pig and fuel must not be over- 
looked. If Western producers could now realize from 
$33 to $35 a ton for their pig iron and the coal men $4.50 
and $5.50 per ton for their coal, it is probable that the 
business sky would appear to them much brighter. 

It has been and is constantly stated by various railroad 
officials that American rails are not as good as those 
made abroad. I think they are mistaken, and _ base 
their opinion on deductions drawn from entirely differ- 
ent conditions. I have called attention to the _— change 
which has occurred in weight of rolling stock, speed and 
number of trains, etc. he foreign rails were not at 
first subjected to the same conditions which American 
rails have now to meet. Iam firmly convinced that if 
the first duty to which a steel rail is subjected is com- 
ins sage light, it will subsequently better resist harder 
service than if it is at once taxed to the limit of its 
powers. Again, the early rails, both foreign and Ameri- 
can, were of lighter sections, and hence the steel was 
better worked, which it is impossible to do with the 
present heavy rails. 








Two Fast Runs on the Pennsylvania. 





In our issue of Dec. 13, page 820, we gave some of the par- 
ticulars of two runs made from Jersey City to Philadel- 
phia by a Class ‘‘L”’ engine, No. 1651 of the Pennsylvania 
Railroad, hauling heavy trains, and on Dec. 27, page 852, 
we gave drawings showing the general arrangement of 
this locomotive and details of the piston and piston- 





*From an article by Capt. R. W. Hunt in the Jron Age, Jan. 
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Profile of Pennsylvania Main Line (United Railroads of New Jersey Division), from Jersey City to Philadelphia, with Speed Diagrams of two Fast Runs with Heavy Trains, 


rod. We now publish an engraving showing the speed 
diagrams and a profile of the line. In the profile only 
the principal changes in grade can be showa. The fig- 
ures above the line of the profile show the grade in feet 
per mile; those below are the elevation of a few points. 

The full line of the speed diagram is for the run made 
Sept. 18, 1895. The train wasseven Pullman cars weigh- 
ing 663,827 lbs.; the engine and tender weighed 204,800 
Ibs.; total weight, 868,627 lbs. The average steam press- 
ure was 175.4 lbs.; the total time the injector was used 


SPECIAL RUN OF LOCO, 1651, CLASS “L,’’ CCT. 24, 1895. 








Mr. Humphreys said in his paper that the largest 
power seen by him, and probably the finest in the two 
Virginias, is in the New River cajion, where the fall is 
over 20 ft. to the mile and the distance about 64 miles. 
The smallest measurement which he took gives the total 
horse-power going to waste in the cafion as 442,300; but 
this splendid water power is located in one of the finest 
coal fields in the world. 

It is proposed to extend this branch of the work of the 
Geographical Survey by making at least one measure- 






















































































i 
Actual | Time Distance ! Speed Position of 
BLOOKS, lime, p.m | between | between ‘Time from| Distance | between | Time Steam 
H. M.S. | blocks. docks. J.C. |from J. C.| blocks. Reverse | Throttle | press. 
M.S. | lever. lever. 
Jers-y City...... .. 1:14:40 |... 0... aF cabss SRR: rapier scenes 1:14:40 Se 
R.U. Tower....... | 17:35 2:55 1,07 2355 | 1.07 22.01 20 12 full 173 
_M. gig 25:00 7:25 6 CO 10:20 | 7.06 48.54 25 4, 175 
W..A,) | 28:20 3:20 2.91 |! 13:30 ! 9.97 52.43 3 : 12 
S.A. * 32:20 4:0) 3.69 | 17:40 13.66 55.35 35 sie - 66 
N. P. i 41:10 8:50 9.42 26:30 23.08 64 01 40 13 Full 175 
RR. X. a 46:30 4:50 4.84 } 31:20 27.92 60.12 45 ep 175 
New Bruns . | 48:10 2:10 2.23 | 33:30 30.15 61.94 50 12% 34 183 
Frank. Park... 53310 5:30 4.34 39:00 34.49 47.35 55 13 Full 182 
Deans —.......06. 56:40 3:00 3.04 42:00 37.53 60.8) 2:00:00 be 4 180 
Mon. Cada inka Wa 53:00 2:20 2.49 | 44:20 40.02 64.12 5 his ee 176 
F. N. Tower...... 2:05:28 9:28 10.27 | 54:05 50.29 65 14 10 : = 179 
i ee 13:45 5-17 5.40 | 58:50 E69 61,33 15 > -” 180 
X.N. Tower.... .. | 16:31 2:46 2.95 | 61:55 58.64 56.25 20 “ Py 180 
Kdgely nodes .angtasy 21:31 5:00 4.89 67:00 63.53 61.33 { 25 1? f * 73 
G. F. Tower...... 22:14 0:43 0.73 67:35 64.2, | 60.75 ; 3 i24% | Full | 175 
Bristol....... ...+.. 24:08 1:54 1.74 69:30 66.00 53.66 | 35 - ~ ta 
R. S. lower ....... 32:20 8:12 7.60 77:20 7360 | 55.61 | 40 _ 34 | 175 
Broad street....... | 2:48:00 15:40 16.00 93: 89.60 | 62.30 | 45 $ Shutoff | 180 
~= 
SPLCIAL RUN OF LOCO. 1651, CLass “L,”’ SEPT, 18, 1895. 
| Actual Time Distance Time Distance | Speed Position of 
BLOCKS. | lime p. m.| Between | Between From From Between | Time. |—— ——- —-——- Steam 
H. M..S. | Blocks. | Blocks. é. d.'@: Blocks | Reverse { Throttle | Press. 
eae | M. Lever. Lever. 
aes } — 
Jersey City......... | PME [sees aces [seeccceeee cseegecseneelseeecas cees/eeencnseens didn anghwacstuaaens biaidrasanens 180 
B.U. FOwer....... 18:00 | 3:10 1.07 3:10 1.07 20.28 | 1:20 12 % 75 
J.M. 26:00 8:00 6.00 11:10 7.06 45.00 Se lecaunusaed da Shut off 177 
29:35 3:35 2.91 14:45 9.97 49.14 30 13 4 178 
33250 4:15 3.t9 19:00 13.66 52.08 35 i = 172 
43:30 9:40 9.12 28:40 23.08 58.50 40 a Wide open} 174 
4 #350 6:20 4.8 35:00 27.92 45.90 45 = 4 176 
51:30 2:10 2.23 36:40 30.15 61.94 Ge adsewens .| Shut off 175 
56:40 5:30 4.34 41:50 34.49 47.35 55 12% 4 176 
2:01:00 3:3) 3.04 46:10 37.53 52.12 2:00 13 {Wide open} 175 
3:30 | 2:30 2.49 48:40 40.02 59.76 05 = | 4 177 
12:35 10:39 10.27 57345 50.29 58.69 10 124% |Wideopen| 177 
18:45 4:45 5.40 63:55 55.69 68.2 15 13 by 170 
21:45 3:00 | = 2.95 66:55 58.64 59.00 20 “ * 177 
26.30 4:45 | 4.8% 71:40 63.53 61.80 25 — “ 173 
27:10 040 =| 073 72:20 64.26 66.36 30 “ 3; 176 
28:55 1:45 1.74 74:05 66.00 59.66 35 ra " Ks 173 
37:0) 8:05 7.60 82:10 73.60 56.44 40 a Wide open| 173 
2:54:35 17:35 . 16.00 99:45 89.60 51.60 45 = ste 175 
50 bes 34 175 
z aA 2:54:35 180 





was 1 hr. 12 min. 25 sec. The time of the run was 1 hr. 
39 min. 45 sec. The ayerage speed from Jersey City to 


Philadelphia was 53.88 m'‘les per hour, and from Prince- 
ton Junction to Mantua (40.8 miles) the average speed 
was 60.48 miles per hour. 

The dotted line on the speed diagram shows the run 
made Oct. 24. In this case, the train was six Pullman 
cars weighing 548,657 lbs.; the engine and tender weighed 
as before, and the total was 753,457 lbs The average 
steam pressure was 177.6 lbs., the total time the injector 
was used was'l h. 16 min., and the total time of the run 
was 1 h., 33 min. 21 sec. On this trip the scoop failed 
to pick up water at Monmouth and the engine was not 
worked to full capacity over the Bristol trough. The 
average speed from Jersey City to Philadelphia was 
57.6 miles per hour, and from Princeton Junction to 
Mantua it was 62.24. Details of time, distances, positions 
of levers and steam pressure are given in the two tables. 








Water Power in Virginia and West Virsinia. 





Mr. D. C. Humphreys, ofthe Association of Engineers 
of Virginia read before that body a few weeks ago a 
paper which had for its subject ‘‘ Stream Measurements 
and Water Power in Virginia and West Virginia.” It 
describes the work of investigating the water-power re- 
sources of the two states mentioned so far as such work 
has been carried out. Stations have been established 
and measurements are being made on the Potomac, at 
dam No.6 near Great Cacapon, W. Va.; on the South 
Branch at Springfield, W. Va., and on the main river 
again at Cumberland, Md., and at Point of Rocks, 
Md., as well as at Chain Bridge, D.C. There is also a 
station on the Shenandoah near Millville, W. Va., on 
New River at Lafayette, W. Va., on the Greenbrier at Al- 
derson, W. Va.,on the James at Buchanan, Va., on 
North River, of the James, at Glasgow, Va., and on 
North and South rivers of the Shenandoah at Port Re- 
public, Va. The observations at each station consist of 
two parts: first, the river height is daily read by a gage 
reader who lives near the station, a weekly report being 
transmitted to Washington. Second, the relation must 
be established between river height and discharge per 
second. When this is once done all that is necessary in 
order to determine the quantity of water flowirg per 
second is to measure the river height or read the gage, 
the discharge being at once determined by means of a 
rating table or diagram. The stations are chosen at 
places where the cross-section and channel above and 
below are permanent in order to insure trustworthy 
results. 

To establish the relation between gage reading and 
discharge, measurements must be made at different 
stages from extreme high water to extreme low water, 
establishing points along the curve expressing such 
relation. 


ment of each river or creek that may be useful for water 
power at as nearly low water mark as possible. This 
will give the critical point in regard to each stream, 








Temperatures at Great Depths. 





Prof. Agassiz, in the American Journal of Science for 

December, gives some results of a series of tests which 

he has been making of rock temperatures at great 

depths in the Calumet & Hecla mines. The greatest 

depth so far obtained there is 4,712 ft., and the temperas 
ture has been taken at 105 ft.; 655 ft., or the depth of the 
level of Lake Superior; at 1,257 ft., or the level of the 

sea ; at 1,663 ft., a depth equal to that o: the deepest part 
of Lake Superior, and at four additional stations, each 
respectively 500 ft., 550 ft., 561 ft. and 1,256 ft. below the 
preceding one. The deepest point at which temperatures 
have been taken was 4,580 ft. It is proposed to take a 
last reading, when the final depth of 4,900 ft. is reached, 
and at that time the details of the observations will be 
published in full. In the meantime, some of the results 
obtained are interesting. The highest rock temperature 
obtained at the depth of 4,580 ft. was only 79 deg.; that 
at 105 ft. was 59 deg., which makes the average increase 
1 deg. of temperature 223}ft. Lord Kelvin had found 
this to be 51 ft. for a change of 1 deg. of temperature, and 
the observations in the St. Gothard tunnel gave results 
of 60 ft. fora similar change. Calculations based upon 
the latter observations make the crust of the earth ap- 
proximately 20 and 26 miles thick. Prof. Agassiz’s 
observations make the crust over 80 miles thick, and 
give a temperature at a depth of 19 miles of only 470 deg., 
the older ratios showing for this depth 2,000 deg. Per- 
haps these results would incicate different thicknesses 
of the earth’s crust at different points on the earth’s sur- 
face. 








Heating Private Cars. 

Owing to the rather complicated system of pipes for 
heating and toilet purposes in private cars, itis a difficult 
matter to adapt the use of steam for both warming the 
car and heating the water for toilet basins, etc., so that 
the car may be properly heated under all conditions, and 
allow of either the steam or a fire being used at any time 
or both at the same time. The Gold Car Heating Co. 
has been successful this winter in heating this class of 
cars, among them the private car of President Ingalls, of 
the ‘‘ Big Four,’’ and the Chesapeake & Ohio, the car of 
General Manager Schaff, of the ‘‘ Big Four,” and the 
car of Mr. H. H. Porter and the business cars on Chicago 
& Eastern Illinois, and on the Nickel Plate. The appar- 
atus is controlled by a single steam valve in the stove 
room, and is so arranged that either steam or fire in the 
Baker heater may be used, or both steam and fire may 
be used at the same time if desired. The entire apparatus 
except the train pipe is inside the stove room, and can- 
not freeze up. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisement:.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only si.ch matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either Jor money or 

in consideration of advertising patronage. 











An injunction has been asked against the Joint 
Traffic Association and a hearing will be given by the 
United States Circuit Court in New York City to-day, 
January 17. The Association and the railroads have 
been notified to make answer to the complaint about 
February 1. The published statements concerning 
the bill of complaint, indicate that the District Attor- 
ney depends chiefly on the Sherman anti-trust law to 
support his argument. There is mention of a purpose 
on the part of the railroads to ‘‘ combine their freight 
and divide their earnings or some portion thereof,’ 
but this clause seems rather indefinite. The Sherman 
law (July 2, 1890) declares that ‘‘ every contract or 
combination in restraint of commerce among the 
States is illegal.” It appears that an impression has 
obtained in some quarters that section 2 of article 9 
of the Joint Traffic agreement authorizes pooling. 
This section allows the managers ‘‘to determine the 
divisions of rates and fares between connecting com. 
panies.” The only way to give this the color of an 
offense against the anti-pooling law is to assume that 
‘‘connecting companies” means competing com- 
panies, and that ** fares” meant earnings; it might 
not be impossible to sustain this view, techni- 
cally; but in point of fact this section was put 
ints the agreement for the purpose of regulating 
the division of rates over. two or more sections of 
a continuous line. For instance some very serious 
rate cutting has been effected in years past by irregu- 
lar action concerning the proportions allowed to 
intermediate roads in a line, on freight from Missis- 
sippi River points to the Atlantic seaboard. Such 
jntermediate rcads being in the territory of two 
associations, they could be allowed an unreason. 
ably large share of the revenue, and this surplus could 
be used to pay a rebate to the shipper. The section 
referred to was inserted, with this end in view, to be 
used by the managers ‘* when in their judgment it 
should be necessary to the purposes of the agree- 
ment.” The Board of Managers of the Association 
have had ten or a dozen meetings, and we understand 
that}their deliberations have proceeded very smoothly. 
The Board of Control was to meet on Jan. 16 to ar- 
range for the defense to be presented in the court. 








The gross earnings of the railroads for the year 
1895 have now been collected and tabulated by The 
Chronicle, the returns covering in all 204 railroads. 
Of these, reports are received from 123 roads for the 
full year and from the remaining roads for 11 months. 
The gain for the 204 roads is a trifle short of $50,000,- 
000, and is practically 6 per cent. The comparison is, 
of course, made with a year of very heavy losses; that 
is. in 1894 the decrease in gross earnings was almost 
1124 million dollars; in 1:93 the decrease had been 
over 25 millions. Consequently, the gain in 1895 is 
only a step in the recovery of what was lost in the 
two preceding years, but still it is an important step. 
It was somewhat more than the increase of 1892 over 
1891 and also somewhat larger than the increase of 
1891 over 1890. An encouraging feature of the situa- 
tion is that for the month of December the gain was 
more than inany other month in the year except July 





Jan. 17,.1896. 





and the July comparison was made with a month 
when nearly all the railroads of the country were 
suffering from a great strike. The December gains 
amount to 9.15 per cent. Much the heaviest gains 
shown by any individual road are onthe Pennsylvania 
system, which shows for 1895 an increase of more 
than 93 million dollars. The Reading and the Coal & 
Iron Company gained 3} millions; the Great Northern 
almost 3 millions; the New York Central 24 millions; 
the Northern Pacific 24 millions; the Illinois Central 
and the St. Paul each over two millions. The Chi- 
cago & North Western for 11 months gained 
more than 1% million dollars, as did the Southern 
Pacific, and the Baltimore & Ohio gained almost 
14 millions. The Lake Shore for 12 months gained 
1} millions. The decreases are not numerous, but 
some of them are important. The Rock Island, for 
instance, fell off $980,000; the Norfolk & Western, 
$547,009, and the Union Pacific declined in 11 months 
over one million. The Chicago, Burlington & Quincy 
is also among those roads which earned less in 1895 
than in 1894; its decrease for 11 months was, how- 
ever, only about $127,000. Of course the big spring 
wheat crop was an important element in the gains, 
and particularly for the roads of the Northwest. The 
receipts of wheat at Chicago were five millions cf 
bushels less in 1895 than in 1894, but the aggregate 
receipts of grain there increased seven millions. At 
the Western primary points the aggregate increase in 


grain movement was 20 millions, not a very great . 


showing to be sure. The provision movement at 
Chicago increased a good deal. The gain in cut meats 
was about 34 million pounds, and there was a small 
increase in the number of hogs. The number of cattle 
received at Chicago was about 500,000 less than in 
1394. The receipts of grain at the seaboard . were 
somewhat greater than in 1894, but not materially so. 
The cotton movement fell off a good deal, which, of 
course, accounts largely for the losses by some of the 
Southwestern railroads. 








Ten-Ride Tickets. 

As noted in recent Chicago letters in our traffic 
columns, the roads between Chicago and St. Paul have 
had much discussion over the abuse of 10-ride tickets, 
and, it appears that the difficulty is not yet settled. 
According to the statements of the reporters, the 
Wisconsin Central persists in selling party rate 
tickets at two cents a mile, to anyone applying for 
them; scalpers buy them and use them as a means of 
reducing the through fare a dollar or two to single 
passengers, and thus disturb all passenger rates. The 
Rock Island made the first complaint, but it is said that 
the only way the Rock Island line could meet the com- 
petition would be to sell single tickets at the reduced 
rate. Some of the roads wish to make a rule restrict- 
ing 10-ride tickets to theatrical parties, but the counsel 
of the Wisconsin Central very properly replies that 
that would be illegal, being a discrimination against 
other parties of ten. Another proposition was to dis- 
continue the 10-ride tickets between Chicago and St. 
Paul, but not in other territory served by the same 
companies; but that is also held to be so much of a dis- 
crimination that it would probably be called illegal. 
To abolish all party rates in the Western Passenger 
Association would be objected to by those roads which 
have no trouble with them. The two strong lines be- 
tween Chicago and St, Paul object to a general reduc- 
tion on single fares, to meet the Wisconsin Central 
cut, and so no,settlement has been reached. Although 
theatrical parties, who are the chief beneficiaries of 
party rate tickets. do not constitute a very large pro- 
portion of thp total passenger business of any road, 
they are well entrenched in their privileges, long esta- 
blished by custom, and it is probable that most gen- 
eral passenger agents would put up with a good deal 
of inconvenience in other directions rather than make 
a break with these critical customers. That the 
theatrical men have the power to exert a good deal of 
pressure is evidenced by the favorable rates they suc- 
ceed in getting out of the roads for their heavy and 
bulky baggage. 

The remedy for the troubles recounted in the forc- 
going paragraph, like the remedy for most of the evils 
connected with ticket scalping, is exceedingly simple 
when once the courage is found to apply it. In 
this case we doubt whether the difficulty has been 
fully and fairly stated. The innccent reporter, who 
has gathered the alleged facts, says that the scalpers 
buy a 10-ride ticket and hold it until they collect a 
party of 10 passengers, which leads to the inference 
that the Wisconsin Central is unable to help itself if 
it would. It can virtuously reply to its accusers that 
it hates the scalpers, but cannot distinguish a scalper 
from the manager of a camp-meeting excursion, when 
he applies fora party rate ticket. This may be so, 
but unless the volume of passenger traffic between 





Chicago and St. Paul is very much heavier than we 


ever supposed it to be, the scalper would have to wait 
several weeks before he would find 10 passengers ready 
to gotothe same destination on the same train and will- 
ing to put themselves to the necessary inconvenience 
for the sake of saving only a dollar or two. The con- 
clusion is irresistible that there must be some under- 
standing by which conductors accept a 10-ride ticket 
on 10 different trains. Such use of the ticket is 
nothing but a travesty on the legitimate party-rate 
principle, and the remedy for the present difficulty is 
too obvious to need stating: a party rate is for a party, 
not for a number of detached individuais. 

Even legitimate party-rate tickets are, however, a 
good deal of a nuisance. and it would be much to the 
benefit of the St. Paul roads, and their passenger 
business as a whole, if the present disturbance could 
be settled by the entire withdrawal of 10-ride tickets, 
as has been proposed. Ifthe whole public is to be 
dealt with on terms of equality the only warrant for 
selling ten tickets in a lump for less than is asked for 
ten single tickets is to be found in the principle that 
large transactions can be conducted at less cost than 
small ones ; but how far does the wholesale principle 
apply in this case? (The excursion party comes 
down to only five in cases where a 10-ride ticket is 
used for a round trip.) Generally the only saving in 
cost to the road is in the labor of the ticket seller, 
which is almost nothing, and may be offset by the 
additional printing and accounting necessary. In the 
case of a theatrical party the additional baggage 
makes the cost of carriage probably higher than for 
any ten ordinary passengers, and the extra charge for 
the baggage quite likely does not adequately remu- 
nerate the road for the extra cost. Itis true that 
most regular passenger trains can take ten additional 
passengers and their baggage without using a bushel 
of coal additional (though sometimes two extra 
cars, one passenger and one baggage, are needed) ; 
but in either case the ten-ride discount may ke looked 
upon as a bid for custom, purely. 

How far this isjustifiable isa question depending 
a good deal upon the reasonableness of the s:ngle fare 
rate and the feeling of the public in the matter. The 
government would not think of selling two-cent post- 
age stamps at a discount to concerns whosend a large 
number of letters, for the feeling aroused among those 
who paid full rates would create too greata disturb- 
ance. No doubt there are theatrical companies which 
do travel at 25 per cent. discount which would never 
dare to take the first step out of their New York board- 
ing houses if they had to pay full rates, and the rail- 
roads may make some money by taking such companies 
at whatever rate (above cost) will get them; but 
neither the Interstate Commerce Commission nor the 
courts could be expected to encourage such a conces- 
sion, unless it were open to everybody, for this class 
of thespians do a town more harm than good, and 
true public policy would require their fare to be 
higher than those charged to ordinary useful citizens. 

Where the single-ticket rate is low, as on the New 
York, New Haven & Hartford, discounts are small 
and sparingly given. Where the fares are higher 
discounts must be granted more freely both to meet 
the reasonable demands of the public and as a con- 
cession to the unreasonable demands which may take 
the shape of legislative enactments. But it would be 
a great mollifier of public sentiment if in this latter 
case the gross reduction could be applied to all alike. 
If a railroad gives special rates enough in a year to 
reduce its average receipts two mills a mile, it does 
indeed benefit the public to that extent, and it can 
boast of the fact in its annual reports; but the entire 
suspension of special rates and a reduction of two 
mills on regular fares would accomplish the same re- 
sult theoretically and, we believe, be equally satis- 
factory practically; the entire traveling public, 
instead of a few special classes, would know of the 
reduction and feel more or less grateful for it. 
Probably the reduction ought to be postponed until 
it could be made five mills instead of two, but if the 
policy of the company were well settled and well 
known that would not be difficult. 

The arguments may be summed up by saying that 
the use of party rate tickets for small parties is a 
harmless means of making small concessions, which 
will make no trouble as long as the variations in prices 
really are small. There is nogreat preponderance of 
evidence either for or against making a discount in 
this way. Interstate Commerce Commissioner Vea- 
zey, in his opinion in the Baltimore & Ohio case, in 
February, 1890, came to the conclusion: that a party 
rate ticket was so liable to make just such a disturb- 
ance as it has now made in the Northwest, that it 
ought to be declared illegal; and by putting a rather 
arbitrary construction on the language of the Inter- 
stat2 Commerce law he made out that such tickets were 
conrtary to the law; but Judge Jackson, in the Circuit 
Court at Cincinnati, in August, the same year, re- 
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versed this decision. Both Veazey and Jackson re- 
counted the arguments pro and con at great length, 
but the reader gets from their discussions the impres- 
sion that after all both men reached their decisions cn 
what appeared to them common-sense ground, rather 
thas upon specific considerations. 

In favor of 10-ride tickets it may be said (1) that 
sometimes a road can thereby induce people to travel 
when they would not go at full rates, and (2) that 
no substantial injustice is done tu other passengers. 
If a man and his wife with eight grown-up children 
wish to travel in a single party no one should object 
to the small concession which the wholesale principle 
can be made to give them. Moreover, a practical 
argument in favor of the employment of the whole- 
sale principle is found in the fact that we cannot get 
rid of it if we would. It is deplorable that poor 
people have to pay $20 a ton for their coal when the 
wealthy can get it for $5, but how can the evil be 
remedied ? 

In objection to party rate tickets {the principal 
point is that a low rate, made simply to ‘‘move traf- 
fic”’—simply to get people to travel, who without a 
special inducement would stay at home—always irri- 
tates the other people who pay regular rates. This 
feeling, howsoever illogical is cherished with 
sufficient tenacity to sustain a very live 


grievance whenever a grievance is wanted. Second, if: 


once this discrimination is allowed, there is aconstant 
tendency to make it larger than it ought to be. As the 
country and the railroads grow, and as people come 
to more fully realize the fact thata railroad performs 
a public service, the more general is the demand that 
the lowest rates be applied to small transactions as 
well as large. The railroads themselves do apply this 
principle, and necessarily, to a considerable degree, 
in much of their local business, and that tends to con- 
firm p2ople in their belief that it is right, and that 
they ought to have more of it. 








Annual Reports. 





Philadelphia & Reading.—The report of the Phila 
delphia & Reading Railroad and of the Coal & Iron Con.g 
pany for the year ending Nov. 30 was made public this 
week. The main results are as below: 


From the Railroad. 























GrOGN CAEMINGE. «.o.0.00000000 ccc cvececcecse cecncccccees $21,300,575.13 
I ivicsics. coscccecducenvexce padkudeccdwerekbaciene 11,628,411.77 
Earnings from traffic... .....ccccccscseccccccsccccecs $9,672,163.36 
Protit from Other SOULCES.......--- cee eceeeceeeceee 587,039.46 
$10.259, 252.82 
Deduct: 
Rentaid.....cccccce A Seist o- wad eaeeeaanta + + 682,834,851.59 
LTnterest ACCOUNL..........-sccccccccece . 5,058,779.10 
DGG BING NOOB a oes icccceceseccsccsesseus 252,028.05 
FE coches ca pkaiek Segtnssdan seudesee 135,634.21 
‘Lerminal traCkKage ...........eeeeeeeee 453,983.75 
Equipment paymeats...........00 cee 1,013,813.67 
LmProveMeNts........ccccesecoee cvcce 122,976.50 
—_— $9.922,066.87 
DORRING i caciccscctcecs ddavcancces waeamsuveeac eaadas $337,185.95 
From the Coal & Iron Co. 
BCCI PEO 0 cecccccescccccess sseccecee _- « $24,030,798.60 
BXDENGOS....cccccccce secces cesccccecee 21,780,607 81 
Me inc aegursevevadeseeuentedtacwennden $699,8u9.81 
pS ar gostdete ver wusesane 1,176, 182.18 
Deficit......... RPP P ROMEO ET rc rer CCT Ce + e0000$1,875, 991.39 
Deficit for the two companies..........- sscseeeees $1,538,805.44 
The receipts for three years were as follows: 
5. 1894 1893. 
Coal Traffic......cseccee $9,957,870 $9,752,296 $11,290,819 
Madse. ‘Traffic. 6,911,409 5,992,3' 07 22,08 
Pass. Traftic.. 3,909,072 4,137,960 4,349,132 
Miscellaneou3........... 375,40.5 363,263 376,621 
MAGE, vec cccncucicsns-os 97,759 93,820 85,190 
Potal <. .... avévens $21,300,575 $20,344,775 $22,828,846 


The ton-miles increased 16.3 percent. The total coal 
produced was 8,633,000 tons, or 575,000 tons more than in 
1894, and 553,000 tons more than in 1891, the year of 
greatest production. The coal cost $1.414 on the cars; or 
allowing for permanent coolling improvements $1.339— 
the lowest cost since 1879. 

The passenger earnings fell off $178,888, which loss, the 
report says, came wholly from the competition of the 
suburban electric railroads. The passenger mileage 
was almost exactly the same asin 1894, the long jour- 
neys having increased as the short ones decreased. 


During the year 1895 new equipment was purchased . 


to the amount of 1,000 thirty-ton coal cars and 349 
twenty-five-ton coal cars and 200 gondola cars which had 
been in the company’s service for several years were 
purchased on favorable terms, Considerable increase in 
the coal car equipment will be necessary in the near 
future, and while not many new locomotives will. be re- 
quired the coming year a few freight and passenges car3 
will probably have to be purchased. 

The report devotes several pages to a discussion of the 
efforts to adjust the differences in the coal trade, which, 
as we all know, have failed because the Reading was nos 
willing to accept the percentage that the other com- 
panies were willing toallot to it. A brief statement of 
the pending plan of reorganization is made. 








Our criticism of the proposed use of telephones on the 
Brooklyn Bridge for the purpose of communicating be- 
tween the trainmaster and the griyn en of moving cars 


published Jan. 3, is objected to by an officer of the 
bridge, who says that, in the experiment referred to ,a 
communication was sent to the trainmaster’s office and 
a signal exhibited in four seconds instead of 14 seconds, 
as was stated in the account from which we took our 


‘facts. The communication of our critic shows, however, 


that the proposition to use telephones is not based on the 
idea of using them strictly as a safety device, in the sense 
in which a block signal is used, but rather for conven. 
ience. The Assistant Engineer of the bridge, Mr. Kings- 
ley L. Martin, who recommended the introduction of 
telephones, clearly recognizes the limitations under 
which his scheme would have to be used. In his report 
to the Superintendent, outlining the needs of the ser- 
vice, he said: 

‘Suppose a train going out of the Brooklyn station 
runs up the grade and finds that owing to some failure 
of the grip mechanism it cannot get over the summit. 
The conductor at once states this tact to the trainmaster 
through his telephone. The trainmaster presses the 
button and all the gates areclosed and the sale of tickets 
stop He at the same time rings his telephone bell 
and informs the train crews that a train is we back. 
Each crew then knows there is a 15 minutes delay and 
they are ordered to run down and land their passengers 
on the preceding train. The trains behind the one in 
trouble are ordered to stop and return slowly and as a 
locomotive is sent out after theminturn. This instan- 
taneous intelligence of the exact situation would be an 
immense improvement over that furnished by the 
present method or any other that has been suggested. 
Its advantage in a dense fog would be incalculable. 

‘‘In case the cable should become stranded, word 
could be instantly sent to the trainmaster by the con- 
ductor observing it and the engines at once ———. 
If the train should lay the cable off the sheaves, if any 
part of the grip or brake mechanism should be derange |, 
the trainmaster could be at once notified and by the 
time the train reached the station another train would 
be ready to go out in its place and arrangements made 
to lay the first up in the yard. If trains are ae or 
delayed at any point the trains following could be at 
once notified and cautioned.”’ 

While any means of instantaneously communicating 
with the trainmaster would always be a great conveni- 
ence and a satisfaction to the passengers, and would oftcn 
enable the conductors to act more intelligently in getting 
out of a tight place, it could not be depended upon to 
surely stop atrain within 45 seconds, the proposed time- 
interval, or within any definite time. If dependence 
were to be placed on sucha means for absolutely stopping 
a train which was in danger of running into the train 
ahead of it, a fundamental principle of signaling would 
be violated, for the right to proceed would be given 
by the absence of a signal, that is by the silence of the 


train master. 








The Chairman of the Congressional (House) Committee 
on Interstate Commerce, Mr. Hepburn, of Iowa, has 
under consideration a bill to am2nd the Interstate Com- 
merce law, which has been prepared by Mr. Knapp, one 
of the Commissioners; and, after conferences with Mr. 
Patterson, of Tennessee, whose bill was passed by the 
House last year, and Mr. Cowen, of Baltimore, now a 
member of the House and long known as counsel of the 
Baltimore & Onbio, has got the bill nearly in shape to be 
reported. According the correspondent of the New York 
Journal of Commerce ‘‘the railroads agree to most of 
the provisions of this bill,” though how the 
views of the railroads have been found out does 
not appear. One of the perplexities connected with 
the bill, according to this correspondent, is the 
question concerning the construction of the word 
“line.” Judge Brewer decided, at St Paul, Oct. 17, 
1892, that the long-and-short-haul clause of the law 
could be evaded by assuming that a through freight 
“line” was something entirely distinct from another 
freight line, through or otherwise, running over the 
same rails, and it appears that some of the railroads de- 
s.re to take advantage of this absurd ruling in order to 
avoid complying with the plain intent of the law; but 
the Interstate Commierce Commissioners want a law 
plainly set ting forth that ‘‘line’’ means a physical line. 
They are not to becriticised for this, for they are only 
carrying out the obvious intent of the original law. It 
is true that in a great many cases the interest of a rail- 
road demands the suspension of the long and short haul 
section, and that such suspension would work no injury 
to the public or to any shipper, but if there is no other 
way to get around the law, except by the fantastic ex- 
pedient adopted by Judge Brewer, the attempt might as 
well be given up. The correspondent referred to says 
that the railroads are willing to allow the Interstat: 
Commerce Commission to supervise pooling contracts, 
as fully as the Commissioners may desire. It has been 
said that the Commissioners desired full power in this 
matter, ‘‘for use as aclub to compel the railroads to obey 
orders under other sections of the act’’; but the railroads, 
it is said, believe that this power could not be wielded 
unreasonably without a loud protest from the public. 








A bill has been introduced in Congress by Senator 
Caffery, of Louisiana, “to facilitate securing evidenc2 
against monopolies,” in which there is a provision plac- 
ing the administration of the law in the hands of the 
Interstate Commerce Commission. Mr. Patterson, of 
‘Tennessee, has introduced in the House a bill to amend 
the Interstate Commerce law which, according to the 
reports, seems to be the same one introduced by him at 
the last session, which was passed by the House, but not 
by the Senate. A bill has been introduced in the Vir- 
ginia. Legislature to create a railroad commission of 
three members, with power to fix rates; and another 
one requiring all railroads, including street lines, to pro- 


vide separate and equal accommodations for white and 
c>lored passengers. In the New York Legislature a bill 
has been introduced designating bicycles as baggage 
and requiring railroad companies to transport them es 
sich; also a bill to regulate fares on street surface rail- 
roads. Another bill forbids any railroad to charge more 
than five cents for a fare within the limits of a single 
city. 





Probably few of our readers realize the great member- 
ship of the Institution of Civil Engineers (british) 
This organization was established in 18!8 and incor- 
porated in 1828. The membership on the first of this 
year amounted to 6,794 members of all classes, the 
increase in the last ten years having been 3614 per cent. 
Of this membership 3,750, or more than half are Asso- 
ciate Members and the Members are 1,854, or a li tle 
over one-quarter of thetotal. These two grades constitut2 
the corporate membership, as in the American Society 
of Civil Engineers. The student membership is large, 
numbering now 825. ‘The requirements for corpor 
ate membership are not assevere as they are in the 
American Society of Civil Engineers, but of course the 
real test of qualification lies with the officers of the 
society who pass on applicants for membership, rather 
than in the text of the constitution; for everyone kpov.s 
how widely men will differ in their interpretation of any 
written text. We are inclined to think that on the 
whole it is more difficult to get into the American 
Society of Civil Engineers than into the Institution, or, 
at any rate, that it has been so in recent years. The 
American Society now contains about 1,900 members 
in all grades, and both bodies are most important in- 
fluences in the civilization of the two countries. 








NEW PUBLICATIONS. 





Rapalje & Mack’s Digest of Railway Law, Vol. 3. 
ic by Edward Thompson & Co., Northy ort, 


The third volume of this digest of railroad decisions 
noticed in the Railroad Gazette of June 21, 1895, has been 
issued. This volume contains the decisions embraced 
between ‘‘ Citizenship ’”’ and ‘* Decree.’”’ The commenda- 
tion of the tirst two volumes need not be qualified or lim 

ited in respect to the present volume. The proportions 
of the work, we think, exceed those of any of the same 
character, and when the undertaking is finally com, 
pleted it will be a masterpiece. Among the interesting 
topics digested are Connecting Lines, Consolidation, 
Construction of Railways, Comparative Negligenc:, 
Crossing of Railroads, Crossing of Streets and High- 
ways, Injuries at Crossings, and the ever fruitful and 
interesting theme of Damages. 

Under Connecting Lines we have decisions showing 
what they are; then the right of one road to connect 
with another, both under the statutes of the particular 
states as well as from the more general standpoint, and 
then the Interpretation of Agreements between com- 
panies establishing Connecting Lines and the Validity of 
such Agreements from the standpoint of Power to Uon- 
tract and Public Policy. Consolidation and Amalgama- 
tion are treated with considerable particularity, the anal, 
ysis adopted being exceedingly useful in enabling one to 
find any particular decision which has been made on the 
subject. 

Construction of railroads will be found to have been 
treated with great care and to have been elaborated in a 
way to be of great use tothe non-professional reader who 
wants to gain a general ideacf the trend of judicial 
thought on this particular subject. 

It serves as a good illustration of the thoroughness of 
the work to note the fact that we have nct only the topic 
digested of Contributary Negligence embracing 125 sub- 
topics, each of which includes a number of decisions di- 
gested, but also a special topic on Comparative Negligence, 
which probably embraces as many highly technical de- 
cisions as any other topic in the whole law of negligence. 
Tahis article not only contains cross references to other 
parts of the work already published, but considers the 
subject from the standpoint of the Illinois doctrine, 
giving statements and explanations of the rule with 
illustration of the application of the doctrine, evidence, 
instructions and questions for the jury and «lsoconsidcrs 
the subjeet from the standpoint of other jurisdictions. 

The subject of Crossing of Railroads is treated with 
such particularity that the space devoted, including the 
specific subjects of Crossing of Streets and Railways 
and Injuries on Crossings, would require a volume of 
good size if published separately. The same may be sai t 
of the topic Death by Wrongful Act, which not only 
abounds with cross references but furnishes a very sat- 
isfactozy and complete analysis of the whole subject, 
Considering the doctrine under the common law, under 
statute, and the general law which may be considered 
an improvement upon the Common Law and treated ir de 
pendently of the Common Lawjand Statute Law, tke topic 
embraces the Right of Action, the Wrongful Act, Who 
may Sue, Limitations of Time to Sue, the Jurisdiction 
and the Law of Place, Pleading, Evidence, Instructions, 
Verdict, Damages and Criminal Proceedings. 

The head of damages under this topic is exceedingly well 
digested. Passing the statutory Provisions and Limit of 
Amount, we come to the Elements and Measure of Dam- 
ages, and under this sub-division of a sub-head is con 
sidered the subject from the general standpoint, and 
specially as follows: Pecuniary Loss to Beneficiaries, 
Death of Parent, Death of Husband, Death of Wife, 
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Death of Child, Medical and Funeral Expenses, Prospec- 
tive Damages, Exemplary Damages, Nominal Damages, 
Excessive Damages and Interest as Damages. 

The volume abounds with other topics quite as_ satis- 
factorily though perhaps not so elaborately treated as 
those mentioned. Paucity of digest is not, of course, to 
be always attributed to defect in the work. The ana- 
lyzer must be supplied with material for analysis, and if 
there are none, or but few decisions on a given subject, 
we cannot blame the author. 





American Machinist.—At the annual meeting of the 
stockholders of the American Machinist Publishing 
Company, held in New York, Jan. 13, the following 
officers were elected: Angus Sinclair, President; Fred J. 
Miller, Vice-President; John A. Hill, Treasurer and 
Managing Director, and C, A. Hansman, Secretary. 
This is a change of management brought about by 
Messrs Sinclair & Hill, proprietors of Locomotive En- 
gineering, having bought the control of the capital 
stock of the American Machinist Publishing Company. 





TRADE CATALOGUES. 





Malleable Iron Castings.—The National Malleable 
Castings Co., of Cleveland, Chicago (Old Colony Build- 
ing), Indianapolis and Toledo, has issued a beautiful 
catalogue showing its railroad wares. This catalogue is 
116 pages, quarto size, with a good alphabetical index, 
bound in cloth. Of course it would be quite impractic- 
able to attempt here any account of the very great 
variety of articles shown. It is sufficient to say that 
everything for a car that could be made of malleable 
iron is made by this great concern, and many of the 
illustrations show the substitution of malleable cast- 
ings for wrought forgings. The articles to which 
especial attention is called are the Tower coupler, 
the National and the Eubank car door fixtures, the 
National center plate, the National journal box and 
journal box lid and Coffin’s sill and brake box pockets. 
The various articles made are shown by half tone 
engravings from photographs under each of which is a 
brief description of the article. ‘These illustrations are 
sufficient to give a very accurate idea of the design and 
dimensions of the various parts. The enly line drawings 
in the catalogue are of the Tower coupler in all its de- 
tails, and of the Eubank car door. These are both 
described in considerable detail, as well as carefully 
illustrated. 

Link Belt Machinery.—The Link Belt Mechinery Co., 
Nicetown, Philadelphia, Pa., issues a preliminary part 
of its general 1896 catalogue. The complete catalogue 
will be published early in the year. This preliminary 
part is devoted to “‘Monobar,” a quite recent design of 
chain for conveyors. It was patented in 1893. This 
chain is made up of a series of wrought-iron bolts 
which are connected by malleable castings, which cast- 
ings form the socket and knuckle for the continuous 
chain and the bracket for attaching the flight. The 
arrangement is singularly workmanlike, and the chain 
so made is said to be lighter for its strength than any 
other form now in use. This chain was got up espe- 
cially for long and heavy-duty conveyors. The same 
catalogue shows anew form of flight with thickened 
edge to give greater wearing surface. It shows also a 
féw other details, and gives price lists of chains and 
parts. 

Steam Drying.—The Paul Steam System Co., 10 and 12 
Federal street, Boston, Mass., sends us a small pamphlet 
describing the merits of the Paul system of drying by 
steam. This is applicable to all steam drying operations, 
including those which concern railroad men. By this 
system exhaust steam is used for drying at or near 
atmospheric pressure. This is accomplished by continu- 
ously removing the air from the dryers, allowing the 
steam to flow in to take its place. Equally good results 
are obtained by the use of exhaust steam or of live steam 
reduced to atmospheric pressure. The Paul system is 
designed to constantly remove the air which collects in 
the dryers as well as to automatically drain the water of 
condensation. Thus exhaust steam is used without back 
pressure. 


Curtain Fixtures and Textile Fabrics. The Brus- 
sels Tapestry Co , Chauncey, N. Y., 1896. 

This company has just issued a little catalogue illustra- 
ting its textile fabrics as applied to curtains for rail- 
road and street car windows, berths, etc., also its new 
** Perfect” self-adjustable curtain fixture, which is a 
new form of adjustable curtain intended particularly 
for railroad and street cars. The catalogue is well 
printed on excellent paper, and is of a convenient size. 








New York Railroad Commissioners’ Report. 





The State Railroad Commissioners of New York, 
Samuel A, Beardsley, Michael Rickard and Alfred C. 
Chapin, have issued the first part of the 13th annual re- 
port of the Board. The usual summary of statistics is 
given. The length of railroad in the state is 8,032 miles, 
an increase of 40 miles over the previous year. The 
statements of traflic and earnings are for the whole of 
the lines of the companies reporting, and therefore are 
not instructive as regards the state of New York, or for 
any well defined territory. The figures made up from 
the reports of the street (surface) railroads (the lines of 


which are wholly within the state) are as follows (cents 


omitted): 
Year ending 


Year ending 
June 30. 1891. 


June 39, 1895, 
$89 693,580 


CPEURD OE cencs: $2 soneaceeos iy $88 261,958 
WURION MOUG.. .cdcese. \ seee-ss 80,180 423 77,574,729 
WGIMDEOR ODE 60 0.05.25 occapones 12,056.519 9,216 834 
Cost of road and equipment.... 170,647,265 161,007,174 
Gross earuings fro 1 operation. 25 477,227 23,911,025 
Operating expenses....... ...... 16,628,451 15,418 847 
Net earnings from operation... 8,848,775 8,492,177 
Income from other sources..... 942,96) 576,021 
Taxes and miscellaneous. ...... 1,095,472 1,000,211 
RRR SSSR 2,911,115 2.367 060 
WONONID cu tavey svsk -orenetewer 3,620,245 3,301,896 
DIVAMORAS . w06008-0i00s : 1,993,i72 1,577,107 
Surplus for the year.... ........ 171.130 12,99) 


The amount of business before the Board during the 
past year has been greater than ever before, and meet- 
ings have been more frequent. Every matter appealed 
to the general term of the Supreme Court has been de- 
cided in favor of the Board. The Commissioners have not 
found it necessary to go to the Attorney-General for the 
enforcement of any recommendation during the year. 
No freight overcharge claim of ayy consequence came 
before the Board during the year. One of the passenger 
complaints was that against the Staten Island Rapid 
Transit road for giving rebate tickets which must be re- 
deemed within one hour after receipt. The report refers 
to the new Joint Traffic Association with approval. Un- 
der the head of physical condition of roads it is stated 
that facing point switches are being eliminated ‘‘as rap- 
idly as possible.” The practice of spiraling and relining 
curves by instrument is receiving greater attention, asis 
also the proper elevation of outer rails. The old “rule- 
of-thumb” method of adjusting curves has given way to 
modern scientific formula, and the principal roads are 
placing and keeping curves in better adjustment. [This 
reminds us of the remark recently made by the chief 
engineer of a proninent New York road, that his road- 
masters could make their curves ride smoothly at high 
speed by the exercise of knacks of their own better than 
by any‘rules that he could give them.] The commis- 
sioners say that derailing switches for sidetracks on 
grades are coming into more general use, especially 
on single track roads. Interlocking and safety de- 
vices ‘‘are rapidiy being put in at dangerous points,”’ 
the improvement in this direction being particularly 
noteworthy during the past year. Tie plates have been 
extensively used during the past year with good results. 
Many troublesome and dangerous trestles have, upon 
the recommendation of the Board, been completely filled 
in; the New York, Ontario & Western has put in a new 
steel trestle 850 ft. long, and is building another 1,000 ft. 
long. 

Former recommendations concerning the elimination 
of grade crossings are renewed and the Board is of the 
opinion that where an electric railroad proposes to cross 
an exist’ng steam railroad there should not be a grade 
crossing. Of the 241,844 freight cars owned in the state, 
51,136 are now equipped with air-brakes and 116,094 with 
automatic couplers. Few freight trains are now made 
up that do not contain a sufficient number of cars 
equipped with air-brakes to enable the engineer to con- 
trol the train in case of emergency. When the grab 
iron law went into effect July 1 last the agents of the 
Interstate Commerce Commission inspected trains and 
several were detained because not fully equipped accord- 
ing to law. Thirteen persons were killed and 14 injured 
during the year by having their feet caught in guard rails 
or frogs, and the Commissioners eernesly recommend the 
use of an efficient block. For two years there has not 
been any rear collision of passenger trains on any road 
using the absolute block system. The Board received 
only one complaint of fire caused by a locomotive. 

The casualties for the last three years were as follows : 

1895. 1894. 1893. 
IG oS ccecsanne ona Secepaeeersananiee= 694 723 742 
EGS UT OD oiviasiss¥00scvenene conse’ sacs eceuess 1,125 1,821 2,288 
The Commissioners estimate that fully one-half of the 
injuries may be characterized as trivial. The number 
of persons killed during the year from causes beyond 
their own control was 62, and only one of these was a 
passenger. Five passengers, 4employees and 45 other 
gersons were killed on street surface railroads (other 
than horse railroads) during the year. This is only 
about two-thirds as large as the number reported in 
1894. On all street surface railroads there were killed 
during the year 59 persons and injured, 247. A compar- 
ison is made with the statistics of the state of Pennsyl- 
vania, from which it appears that the number of per- 
sons killed on (steam) railroads was more than twice as 
large in that state asin New York. The number of in- 
juries was about nine times as large. _ [As the railroad 
mileage and train mileage do not differ in anything like 
so great a percentage, the difference in the number of 
persons injured leads to a suspicion that the basis of re- 
porting is not the same in both states.—EDITOR. ] 

Referring to the large number of trespassers killed 
(nearly one-half of the total fatalities) the report speaks 
of the lax enforcement of the laws on this subject. It 
is believed that this negligence is chargeable to the local 
magistrates, as the railroad companies make fairly suc- 
cessful efforts to expel trespassers from their station 
grounds. 

Ten roads within the state have been taken out of 
the hands of receivers during the year. The Commis- 

sioners believe that the restricted regulations under 
which the railroads now sell mileage tickets fail to 
meet the reasonable demands of the law requiring such 
tickets to be sold, and they have notified the companies 
to this effect. The law regulating the issue of new stock 
by railroads ought to be made more strict, like that of 
Massachusetts. 


Fenders for street cars are still unsatisfactory and the 
ideal fender has not been invented ; but a simple device, 
used by one road operating 146 miles of track, has been 
quite successful, and the Board warns railroads not to 
relax their efforts to get the best device possible. A 
speed controlling device is now in successful operation 
on the cars of the Buffalo & Niagara Falls electric street 
road. The methods of street railroad accounting have 
been revised by the Board. The report contains a brief 
description of the Park Avenue improvement on New 
York Central in New York City and the grade crossing 
improvement in Buffalo. The total estimated cost of the 
latter is given at $4,956,165, of which the city of Buffalo 
will pay $873,670. The total cost to the railroads will, 
therefore, be $4,082,495, divided as follows: 

New York (Central & Hudson River and West Shore. $2,016,927 


New York, Lake Erie & Western.........cceeeeeeeeees 917,594 
Lake Shore & Michigan Southern .. ...........046+ 339,412 
Western New York & Pennsylvania.............- +++: 423,253 
Buffalo Creek..... Bre ar ee mene Reeite Teiane Kes 145,062 
New Yors, Chicago & St. Louis.........0.6008 seeceres 123,960 
Union Terminal.......... YE Sih ROME yl AR Sie Re 57,716 
Delaware, Lackawanna & Western.........+ : 59.071 

PRO UAL cdccmachtes cncccol acest ccee ee el a gtinsieykemeeees $1,082,405 


of eighteen viaducts carrying streets over railroad tracks, 
and nineteen subways carrying streets under railroad 
tracks. In addition there will be a beam tunnel carry- 
ing the tracks of the New York Central through a cut in 
the terrace under Main Street. The general scheme of 
dividing the cost of the work is that railroad com- 
panies pay the cost of all work which is done over their 
tracks or right of way, if the work be a viaduct, and of 
all work under their right of way, if the work be a suk- 
way. The cost of the approaches in either case is di- 
vided between the city and the railroad companies, the 
city paying one-third and the companies two-thirds. It 
is expected to take three or four years for the completion 
of the improvement. 

The recommendations for new laws are summarized as 
follows: When street surface railroads apply for a cer- 
tificate of public convenience and necessity, a law em- 
powering the Board to certify to the whole or a part of 
the proposed route, or to compel an existing corporation 
to build such additional line if deemed necessary; further 
restricting the issue of stock and bonds by railroad cor- 
porations; prohibiting grade crossings and providing for 
the abolition of those already established; compelling 
passenger cars to be lighted by gas or electricity; com- 
pelling the blocking of guard rails and frogs; more 
clearly defining the character of fences to be erected by 
railroad companies; compelling the use of fenders on 
street surface cable or electric cars, and generally regu- 
lating the operation of such roads as to speed, use of air 
or power brakes and other safety appliances; prescribing 
a penalty for failure to file quarterly reports within a 
specified time. 





TECHNICAL, 





Manufacturing and Business. 


Burnham, Williams & Co., of the Baldwin Locomotive 
Works, Philadelphia, have admitted Samuel M. Vau- 
clain, Alba B. Johnson and George Burnham, Jr., to 
partnership in the firm. 

The Franklin Steel Casting Co. will start up its 
works as soon as some shafting and other necessary ma- 
chinery arrives and can be put in position. An addi- 
tional furnace will be put in atonce. Present orders 
will cover the capacity of the plant for much of the year. 


The general offices of The Sargent Company have been 
removed to No. 675 Old Colony Building, Chicago. 

The Gilbert Iron and Steel Manufacturing Company, 
of Harrisburg, was chartered on Jan. 9, with incorpora- 
tors L. D. Gilbert, W. U. Hercher, A. J. Simms, Charles 
Beaver and Frederick Long, all of Harrisburg; capital 
stock, $35,000. . 

Thomas H. Spaulding and Robert E. Jennings, manu- 
facturers of steel in Jersey City, as the West Bergen 
Steel Works, made an assignment Jan. 10. It is said 
that the trouble is only temporary, and that creditors 
will be paid in full in time. 


The Virginia Bridge & Iron Co. has been incorpo- 
rated at Richmond, Va., the officials being as follows: 
Samuel W. Tasewell, President; C. Edwin Michael, of 
Roanoke, Secretary and Treasurer, and C. C. Wentworth, 
of Roanoke, Chief Engineer. This concern has pur- 
chased the plant and succeeds the American Bridge Co., 
whose works at Roanoke have been idle since last March. 
Some con:racts have been secured, and it is expected the 
plant will resume operations at an early date. 

The Andrew Warren Railway Supply Co. is the name 
of anew company organized at- St. Louis with a capital 
of $25,000 to deal in railroad supplies. The directors are 
Moses Rumsey, F. A. Warren and Andrew Warren, of 
St. Louis, 

The Long Island road and the New York & Putnam 
Division of the New York Central areto do a good deal 
of fencing this year, but just how much each company 
wilido is not yet definitely decided. 

Messrs. W. W. Crehore and Frank Miller announce 
that they have formed the ‘Structural Engineering 
Company”’ with offices at 39 Cortlandt street, New York 
City. The plan of the firm is not to take contracts, as 
that term is generally used, but to furnish engineering 
service only, more especially such as is required in the 
design, inspection and erection of buildings. They pro- 
pose to prepare specifications for iron and steel struct- 
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ures, to make geieral plans and detail drawings, to su 
pervise and inspect the work in the mills and during 
erection, and to furnish any other engineering assist- 
ance required. Both gentlemen have had considerable 
experience in this line. 

The Acme Machine Co., of Cleveland, O., has been 
working a full force 12 hours a day for several months 
past, and still continues very busy. The company has re- 
ceived a number of orders from foreign countries, as 
well as from the United States. 

The Champion Iron Co., of Kenton, O., has contracted 
to furnish all of the ornamental iron work used in the 
new Spitzer Building, in Toledo, O., one of the largest 
buildings in the city. 

The Forest City Car Manufacturing Co. willsoon start 
up its new plant at Forest City, Pa., on the construction 
of mine cars. The machinery is now nearly all in posi- 
tion. 

The Pi ttsburgh Locomotive Works are now quite busy 
building new engines and on repair work. The shops 
have an order from the Pittsburgh & Lake Erie for ten 
16-wheel freight eugines with 18 in. x 24 in. cylinders, 
which will be larger than any now used by that com- 
pany. Recently a number of 10-wheel freight engines 
have been completed for the Lake Shore, and three pas- 
senger engines and three switching engines for the Cin- 
cinnati, Hamilton & Dayton. A number of freight en- 
gines have been rebuilt for the Wheeling & Lake Erie, 
the Pittsburgh & Western and other roads. 

The New York & Boston Railroad ConS$truction Co. 
has been incorporated in Iowa, with a very broad charter; 
authorizing it to tuild railroads, water-works and much 
else, and to buy and sell bonds and stocks. The incor 
porators are Charles R. Mitchell, Charles T. Gregory and 
George Bell The officers are Charles Andress, 108 Fulton 
street, New York, President; Charles T. Gregory, 136 
Fulton street, New York, Vice-President ; and Charles 
R. Mitchell, 108 Fulton street, New York, Secretary. The 
officers decline to give any information as to the com- 
pany’s affairs, further than to say that it has plans to 
purchase two Western roads, one being in Ohio. 

The Pratt & Letchworth Co., of Buffalo, has been re- 
organized, and last week filed new articles of incorpora- 
tion in New York. The capital stock of the new 
company is $360,000, and it will continue the manufac- 
ture of steel castings and malleable iron products. The 
directors are Josiah Letchworth, Ogden P. Letchworth, 
Robt. Fryer and Franklin D. Locke, of Buffalo. 

The organization of the Rogers Iron Works at Oak- 
land Me., was noted in this column last week. This 
company takes over the business of George V. Rogers, 
who has been established at Oakland for many years. It 
will continue to manufacture the Pease planers, about 
thirty different varieties of boring machines and lathes, 
and a line of general tools for machine shop equipment. 
One department will be engaged in making a new ball 
bearing for use on bicycles, carriages, shaftiugs, etc. 

The Jerome Metallic Packing Co., of Chicago, has been 
busy for some time past on important orders. Among 
more recent contracts have been orders from the Bald- 
win Locomotive Works for the packing for 10 locomo- 
tives building for the Kansas City, Pittsburgh & Gulf, 
and for the packing for three locomotives building by 
the Schenectady Locomotive Works for the Chicago, St. 
Paul, Minneapolis & Omaha. 

The Prentiss Tool and Supply Co., 115 Liberty street 
New York, which has been dealing in machine tools for 
many years, calls attention to the large variety of second- 
hand tools which it hasin stock at present. The list in- 
cludes lathes of many sizes made by the Pratt & Whit- 
ney Co, Pond Engine Co., and Bement, Miles & Co.; 
radial drills, slotters, wheel borers, wheel grinders and 
boring and turning mills, all the output of the most 
reputable makers. 

The Springfield Construction Company has been or- 
ganized at Springfield, Mass., to build iron and steel 
bridges, buildings and roofs. The company has pur- 
chased land at Indian Orchard, in the Eighth Ward of 
Springfield, and will erect buildings there. The princi- 
pal stockholders in the company are T. J. Calnen, J. D. 
Reed ani G.S. Groesbeck, all of whom have worked for 
R. F. Hawkins. The company has recently received an 
order for a steel building to be built at New Haven for 
Pratt & Lawton. 

New Stations and Shops. 


A renewed effort to secure the erection of anew union 
station at Galveston, Tex., is being made, and last week 
an ordinance granting the Gulf, Colorado & Santa Fe 
the right to close a city street was introduced in the City 
Council. It is thought that this ordinance will be passed 
and the company will then complete its plans for a new 
station Thecost of the new structure to be erected is 
variously estimated at over $10),000. The ordinance be- 
fore the City Council provides that the structure shall 
cost at least $50,000. The site selected is within two 
blocks of the present station. The {proposal to 
build the station which originated with the offi- 
cers of the Gulf, Colorado & Santa Fe, had been prac- 
tically abandoned because the railroad declined to pay 
the price asked forthe land. TheChamber of Commerce 
of Galveston, however, subscribed about $3,000, the 
amount of the difference in the negotiations, to secure 
the site, and the building will now be erected. 

The new shops of the Atchison, Topeka & Santa Fe at 
La Junta, Col., east of Pueblo, are now about completed, 
and the new machinery is being put in place under the 


direction of George W. Smith, Master Mechanic of the 
Topeka shops. The shops of course are small, but are 
unusually well built, and have a good modern equipment 
of tools. 

The newspaper report that the St. Louis Car Co., and 
the American Car Co., large manufacturers of street 
cars with plants at St. Lceuis, had decided to erect an 
eastern plant on the Delaware River at Philadelphia is 
premature. The facts seem to be that the directors of 
both companies have discussed the advisability of erect- 
ing such a plant in the East, and that committees from 
both boards have spent considerable time looking over 
various sites. They have examined locations at Newark, 
Elizabethport, Wilmington, Del., at ;Bridesburg (Phila- 
delphia) and other places, but no decision in favor of any 
particular site has as yet ‘been arrived at. It is not even 
certain that an Eastern plant will be erected, although it 
has been about decided to build such shops. If a site is 
chosen in the East it is probable that the shops af the 
Peckham Motor Truck & Wheel Co., now at Kingston, 
N. Y., will be removed from that place to a site adjacent 
to the new car shops. 

The Seaboard Air Line has begun the erection of a new 
car shop 250 ft. long at Portsmouth, Va., which will be 
ready for operation about March 1. The shop, besides 
doing the general repairs, will be equipped for building 
new freight cars, and it is said that the first work to 
be done will be the building of a large number of 60,000- 
lb. box cars. 

The Cleveland, Cincinnati, Chicago & St. Louis will 
construct a roundhouse, water-tank and coal and sand 
sheds on the Lake Shore northeast of the Union Station 
in Cleveland. The roundhouse will be of brick about 
72 ft. x 120 ft., costing about $7,500. The total cost of 
the buildings and sheds will be about $13,000. 

The Norfolk & Western is torebuild its general office 
building at Norfolk, Va., which was burned by fire a few 
days ago. The plans for the new building are being 
prepared by George T. Pearson, of Philadelphia. 

Iron and Steel. 
The Virginia Bridge Works at Roanoke, which have 
been idle for many months, have resumed operations. 

An important decision was handed down by the 
Supreme Court at Philadelphia recently in the case of 
James Todd and Frank Slocum against C. Y. Wheeler 
and the Sterling Steel Company. Mr. Todd claimed to 
own the process by which all projectiles manufactured 
by the Sterling Steel Company were made, and sued the 
company for royalties amounting to from $20,000 to 
$30,000. The company admitted their liability to account 
for all ‘‘Sterling double special’’ steel, in the develop- 
ment of which Messrs. Todd and Slocum had assisted as 
chemists, but denied liability for royalties upon pro- 
jectile and other steel. The lower court decided the case 
in favor of the plaintiffs. The decision of the Supreme 
Court reverses this decision and requires the Sterling 

Steel Company to account only for the ‘Sterling double 
special” tool steel. 

The annual meeting of the Warwick Iron Company, of 
Pottstown, Pa., was held Jan. 9 at the office of the com- 
pany and the following Board of Directors was elected: 
Peter Schemm, Jacob Reech, C. H. Berlinger, Philip 
Doerr, Jr., Peter A. Schemm, Vincent P. McCully, E. S. 
Cook. 

Directors of the Lackawanna Iron & Steel Company 
held a meeting in Scranton, Pa.,on Jan. 9, at which it 
was decided to increase the bonded indebtedness of the 
company from $1,200,000 to $3,000,000. The increase was 
made, it is said, for the purpose of providing funds to 
pay the mortgage nearly due on the company’s recently 
acquired Lebanon furnaces and steel mills. 

The Tennessee Coal, Iron and Railroad Com pany, on 
Jan. 9, notified its 5,000 coal miners that their wages 
would be reduced five cents per ton. This is in accord- 
ance with the sliding wage scale contract in force 
between the men and their employers. The wages paid 
the miners depends upon the price of iron per ton. 
Several of the other companies have likewise effected a 
reduction. 

The Roane Iron Company’s mill, Chattanooga, Tenn., 
has been sold by the Southern Iron and Steel Co. to 
Thomas Carlin’s Sons, of Allegheny, Pa. It is their in- 
tention to remove the plant, which fact has caused the 
people of Chattanooga to seriously consider the question 
of buying the mill, so as to keep the industry at that 
place. The works are large an: well equipped with 
modern machinery, and their successful operation in 
Chattanooga would undoubtedly be an advantage to the 
city. 

Press reports say that a meeting of iron ore interests 
was held Jan. 10, at Cleveland. The purpose of the 
meeting was to effect with the Bessemer ore producers 
of the Mesaba range an arrangement whereby the output 
of high-grade iron ores for the season of 1896 would be 
restricted and apportioned among the various producers. 

Great Northern Railway Division Terminals. 
The new division terminals recently constructed at Sand- 
stone and Melrose, Minn., will equalize the length of 
freight runs,and effect a considerable saving in train crew 
service. The old runs were from St. Paul to Hinck- 
ley, 103 miles, and from Hinckley to West Superior, 68 
miles; St. Paul to St. Cloud, 74 miles, and St. Cloud to 
Barnesville, 143 miles; Willmar to St. Cloud, 58 miles, 
and St. Cloud to Hinckley, 76 miles. With the new 
division points the freight runs are: St. Paul to Sand- 
stone, 118 miles; Sandstone to West Superior, 59 miles 


s 


(double); St. Paul to Melrose, 108 miles; Melrose to 
Barnesville, 108 miles; Willmar to Sandstone, 132 miles. 
On the Montana Central line the division point is being 
removed from Helena toClancy, at the foot of the moun- 
tain grade, makinga run of 114 miles from Great Falis 
to Clancy, in place of 98 miles from Helena to Great 
Falls, and 58 miles from Clancy to Butte, in place of 73 
miles from Helena to Butte. 

The division points at Sandstone and Melrose are very 
similar; each includes a 20 stall roundhouse, a cinder 
pit, water tank, oil house, blacksmith shop, 20-pocket coal 
chute, etc. The buildings at Melrose are of brick. The 
roundhouse, boiler house and oil house at Sandstone are 
built of Kettle River Sandstone, quarried within a half 
mile, of a light pink color, fine grained and even in 
texture, and the buildings look very well although very 
plain. At Sandstone and Melrose coaling stations were 
built last year, which have a low storage bin of 500 or 600 
tons capacity and a 20-pocket coal chute which is fed by 
a chain, scraping.coal up an inclined trough from the 
bin. 

Interlocking. 

A large interlocking plant is to be erected at State 
Line, near Hammond, Ind., to provide signaling for the 
crossing of the Hammond & Blue Island Railroad with 
the New York, Chicago & St. Louis, the Louisville, New 
Albany & Chicago, the Chicago & Calumet Termi- 
nal, the Wabash and the Chicago & Western Indiana. 
The maintrack of the latteris used by the Erie from 
this point to Chicago. 


The ‘‘ Perfect”? Self-Adjustable Curtain Fixture. 
The Brussels Tapestry Co., of Chauncey, N. Y., is mak- 
ing a curtain rod for railroad cars and for similar uses 
which seems to be well adapted to the purpose. ‘The de- 
sign of the fixture is shown in the accompanying illus- 
tration. It consists of an outside tube A, which is 
sewed in the bottom of the curtain leather; two rods B 
slide inside the ends of the tube A, having pivoted at 
their outer ends guides C, which slide in a groove in the 
casing stop EZ. The inside ends of the rods B bear against 
the springs S, which are so arranged as to press the 





Fig. 3. 


guides C against the casing with sufficient force to assist 
the roller to hold the curtain at any desired height and 
also to prevent rattling. The force required to do this is 
slight and the tension of the spring roller at the top 
keeps the curtain in position. The partsare all of metal 
and if properly adjusted will not, the makers claim, get 
out of order or need attention. The absence of intricate 
parts makes the operation of the curtain especially easy. 
The slides, being confined in the groove, cannot get out 
of place; thus the curtain does not swing or blow about 
in the wind. 
Armor Plate Tests. 
A plate representing 415 tons of 8-in. turret and bar- 
bette armor for the battleship Iowa and the armored 
cruiser Brooklyn was tested at the Indian Head Proving 
Grounds on Jan. 8, with results unsatisfactory to the 
manufacturers, the Carnegie Steel Company. ‘Two ports 
were cut in the plate to make it represent as nearly as 
possible the port-plate of a turret. A 6-in. armor-piercing 
projectile of the Wheeler type, weighing 100 lbs., was 
fired at the plate with a velocity of 1,700 ft. a second. 
The plate broke into three pieces. A second shot was 
fired at one of the pieces, which also failed to meet 
requirements. 
New York State Canals. 
The werk of making the surveys for the Erie Canal im 
provements was begun Jan. 13. The plan is to divide the 
canal into 11 sections with an assistant engineer in 
charge of each section. Each engineer will have a force 
of 10 to 12 men, not including three or four laborers. 
Mr. J. L. Little, Division Engineer, is quoted by the 
daily papers as follows: “The first work on the im- 
provement of the canals under the new law will prob- 
ably be done in Buffalo. Buffalo is a feeder for 60 miles 
of canal and it is necessary to get water here before any- 
where else. The depth of water here is the keynote for 
the whole canal system. The scheme of the State En- 
gineer is to first start at Buffalo and deepen the channel 
in the canal about three feet to Tonawanda Creek.” 
Half a Doven Coal-Car Tippers. 
The Brown Hoisting & Conveying Machine Co. has 
just closed a contract with the Columbus, Sandusky & 
Hocking Railroad for one of its rapid coal handling 
plants to be erected at Sandusky. A Cleveland paper 
states that this makes six of these plants now in the 
course of construction, the machines for which are to be 
hurried forward so as to have them completed and ready 
for useatthe opening of navigation. The other orders 
are: The Columbus, Hocking Valley & Toledo, at Toledo; 
the Toledo & Ohio Central, at Toledo; the Youghiogheny 


_River Coal Co. and James W. Ellsworth & Co., on the 


L.S. & M.S. dock at Ashtabula; the New York & Cleve- 
land Gas Coal Co. and the Ohio & Pennsylvania Coal Co., 
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on the Cleveland & Pittsburg dock at Cleveland; the 
Huron Dock Co., on the docks of the Wheeling & Lake 
Erie Railroad at Huron. 
A Steel Works for Australia. 
Press reports say that a project for the establishment of 
extensive steel works in New South Wales, Australia, is 
being actively pushed in that country and in Great 
Britain. According to the y.ans, the works will be 
erected on navigable water about 60 miies from Sydney, 
where there is an abundant supply of suitable coal, and 
where iron ores can be procured within reasonable dis- 
tance. The Government of New South Wales is re- 
ported to have offered very favorable inducements to the 
parties who have the enterprise in hand. 
Lake Superior Iren Ore. 


The production of iron ore in the Lake Superior dis- 
tricts during the past decade is tabulated as follows: 
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. 7.735,99: 
; .-- 10,223,910 
Pi vsisasense.esedcewewegndes eet acanue 69,839,315 

Among the districts contributing to the large yield 
of 1895 the Mesaba range takes the lead with an approx- 
imate output of 2,750,000 tons, which is the largest 
amount ever forwarded except in 1890, when the Mar- 
quette range forwarded about 3,0C0,000 tons. The Go- 
gebic is second this year with a product of 2,500,000 tons. 
The Marquette range produced 2,100,000, the Menominee 
1,990,060, and the Vermilion 1,100,000 tons. Of the in- 
dividual mines the Norrie mine is still in the lead as the 
largest ore prodacer in the world, with an output of 
nearly 900,000 tons ror the past year. The Chapin mine is 
second, with 625,000 tons to its credit. The Chandler mine 
of the Vermilion range is a close third, having shipped 
about 610,006, The Cleveland Cliffs of Ishpeming and 
the Lone Jack Oliver mines of the Mesaba have each 
shipped over half a million tons. Some of the other 
large producers are the Minnesota mines 450,000 tons, 
Tilden, 400,000; Lake Angeline, 325,000; Lake Superior, 
$25,000; Penn Iron Company, 300,000; Pewabic, 250,000, 
and the Canton and Auburn mines about 365,000 tons 
each. 

A Step Forward in Municipal Engineering. 
The Water Purveyor of New York, Mr. E. P. North, and 
his colleagues, Messrs. Birdsall, Loomis and Towle, have 
for some time been trying to get a new classification, 
namely, Engineer-Inspectors, to the Civil Service Board. 
This is now successful and the examination is set down 
for Monday, Jan. 20, 

It is hoped to open a school in municipal engineering 
for young men who wish to follow that branch of the 
profession, as these Engineer-Inspectors will be available 
in the various works under the Public Works Depart- 
ment, for street opening and grading, through sewer 
and water-pipe laying, to the finished pavement. 

Common Roads in Massachusetts. . 
The Highway Commission of the state of Massachusetts 
has just sent inits third annual report. It will be re- 
membered that this Commission was organized under 
an act passed about three years ago fcr the purpose of 
helping towns and other local governments to build and 
maintain good roads, and the theory on which it has 
worked has been to scatter its work all over the state in 
order to multiply object lessons. The Commission can 
make contracts either directly with the authorities of 
the city or town or with private contractors. All of the 
1894 contracts were made with municipal authorities. 
In 1895 five contracts were made with private parties for 
work which cities and towns declined to undertake. The 
bridges on the common roads have been found in most 
cases to be in an unsatisfactory condition. In certain 
instances they have been replaced by stone arches, but 
more often by iron or steel bridges, carrying the mac_ 
adam over the bridge. The Commission spent from July 1, 
1894, to Dec. 29, 1895, a total of $686,502 out of a total ap- 
propriation of $700,000. 
Continuous Brakes in India, 

According to the latest official returns, 23.36 of the en- 
gines and 5.79 of the coaching stock of the standard 
gage lines of India were fitted with the vacuum auto- 
matic brake, the numbers being: Engines, 618 fitted, 
2,068 not fitted; coaching vehicles, 2,659 fully fitted, 598 
pipes only, 52,962 not fitted. Of the train mileage run, 
14.17 per cent. was made with braked trains. On the 
meter gage lines much less progress has been made, and 
only 2.12 per cent. of the engines and 0.48 per cent. of the 
coaching stock were fitted; the numbers being 27 engines 
(20 0n the South Indian and7on the Eastern Bengal) 
fitted, and 1,249 (3 are fitted with the Westinghouse 
brake) not fitted; coaching vehicles,128 fully fitted, 22 with 
pipes only, and 31,155 not fitted. Only 0.27 per cent. of 
the train miles were run with braked or partially braked 
trains. 








French Express Trains. 
Mr. R. Varennes bas given a short account to the French 
Soe. C, E. of his studies on the speed of express trains in 
France. The profiles of the six French express routes 


’ differ very little from the point of view of difficulties to 


be overcome, and, if account be taken of the time lost in 
stopping and starting, a fair basis of comparison of the 
average running speed between stops is obtained. From 
1854 to 1876 the speed was alike on all the lines. In the latter 


year the Orleans Co. put on a fast train from Paris to 
Bordeaux, making 45 miles an hour; no increase in 
speed since. Following this example the other companies 
gradually increased their speeds until in 1889 the North- 
ern Railroad took the lead. In 1895 the following classi- 
fication is made: (1) Northern, 53.125 miles an hour; (2) 
Eastern, Southern, P., L. & M. and P. O. railroads, 45 
miles an hour; (3) Western, 42 miles an hour. 


Oil Fuel on Ironclads, 

Some time ago the German naval authorities began to 
experiment with residuum oil as fuel for men-of-war. 
The oil called ‘‘mazout”’ or goudron is stored on board 
ship in well-protected tanks and is injected by steam 
in the ordinary manner. The first experiments were 
made on the Carola, an artillery cadet ship; then two 
torpedo boats were fitted for oil fuel, and next the iron- 
clads Weissenburg and Siegfried. It is said that greater 
rapidity in producing high pressure steam gives an in- 
crease of 20 per cent. in the speed of the boats. If the 
experiments now being made on the Siegfried warrant 
it, the ironclad Aegir, now under construction, will be 
originally fitted out for residuum oil.—Revue Indus- 
trielle, 

fe The (British) Naval and Military Record of Dec. 19 
reports that during the mobilization of torpedo boat de- 
stroyers, it is intended to make experiments with oil in 
the Daring to test its efficiency as a fuel for ships. 


The Goubet Submarine Boat. 
The new submarine boat, Goubet, is spindle-shaped and 
measures 26 ft. in length and about 5 ft. 6 in. in diameter 
in the middle, with a capacity of 10 tons. It is cast in 
three sections of gun metal, which are bolted together. 
The middle section is surmounted by a dome, also of gun 
metal, abuut 1 ft. high, by which access is obtained to 
the interior. The hull isabout 1 in. thick in the middle, 
and about one-thiid of this only towards the ends, but 
this gives sufficient resistance to navigate at any depth 
in the English Channel. The boat is propelled by a 
screw, which also serves the purpose of a rudder, the 
shaft being jointed to enable of its being moved right or 
left. The horse power is extremely smali (one or two), 
this, it is said, being sufficient under water. where there 
is no wave-making, to give a speed of seven or eight 
knots. The motive power is electricity. The boat may 
be rowed backward or forward by a pair of fin-like ar- 
rangements to the fore. When the boat is in harbor the 
dome emerges. When this is closed water is let into 
compartments in the lower part of the boat, and it grad- 
ually sinks. The quantity of water admitted is regu- 
lated by very ingenious automatic apparatus, and when 
the Goubet is sunk to any required depth, at that depth 
it remains, the screw propelling it in a horizontal plane, 
-—The Practical Engineer. 
Broken Tires in England. 

Of the 364 tires which failed on our railways during 
the nine months ending September 30 last, 15 were en- 
gine tires, 6 were tender tires, 3 were coach tires, 13 
were van tires, and 327 were wagon tires; of the wagons, 
249 belonged to owners other than the railway com- 
panies; 212 tires were made of iron and 152 of steel; 10 of 
the tires were fastened to the wheel by Gibson’s patent 
method: 9 by Mansell’s patent method, two of which 
left their wheels when they failed; 2 by Beattie’s pat- 
ent method; 269 by bolts or rivets, one of which left the 
wheel when it failed; 72 by other methods, one of which 
left the wheel when it failed; and in two cases the 
method of fastening was not stated; 38 tires broke at 
rivet holes, 128 in the solid, and 198 split longitudinally 
or bulged.—The Engineer. = 

Pneumatic Guns for San Francisco. 

The fortifications of San Francisco have just been 
strengthened through the acceptance by the Government 
of three powerful pneumatic guns, each of which, when 
tested. threw 100 lbs. of high explosive upward of 5,000 
yds. with precision. With 500 lbs, of gelatine a range of 
2,100 yds. was secured ; explosions occurred both on im- 
pact with the water and with a time fuse. Great accu- 
racy of aim was secured, These three guns are similar 
to those which are now mounted at Sandy Hook, but are 
somewhat improved, as shown by the tests. 








THE SCRAP HEAP. 
Notes. 

One of the transfer boats of the Ann Arbor road lost 
off seven loaded cars in the middle of Lake Michigan in 
a heavy sea one day last week. 

James Brown, on trial at Ligonier, Ind., for partic‘- 
pating in the train robbery at Kessler in 1893, pleaded 
guilty on Jan. 9, and was sentenced to 12 years’ imprison- 
ment. 

The passenger conductors and brakemen of the Cleve- 
land, Cincinnati, Chicago & St. Louis now run through 
between Cinciunati and Chicago, 306 miles; Cleveland 
and Indianapolis, 283 miles; Indianapolis and St. Louis, 
265 miles, and on various other long runs. 

The Brooklyn Heights Electric Street Railroad, ot 
Brooklyn, N. Y , has just received two palace cars from 
the Barney & Smith Manufacturing Company, of Day- 
ton. O. It is expected that they will be engaged for spe- 
cial trips by theater parties and other excursions, and a2 
officer of the road states that the conductors wili be true 
Chesterfields. 

Within one week this month three costly coal break- 
ers were burned near Wilkes-Barre, Pa., the last one 
being the Lookout breaker at Wyoming, valued at 
$90,000. The other two, at Cranberry and Park Place, 
respectively, are reported to have been worth even more 
than this one. About 2,000 men and boys are t ‘mpo- 
rarily thrown out of work. 

Qn Jan. 11 the disturbances concerning the pipe-line 
crossing at Washington, N. J., were renewed, the at- 


tempt of the railroad company to tear up the pipes being 
resisted by 100 men. It appears that the recent decision 
othe court has not settle] matters, and the proceed- 
ings noted above were photographed vy the railroad 
officers with a view to further litigation. 


The bridge of the Louisville & Nashville over an arm 
of the Gulf of Mexico at Rigolet’s, La., was wrecked on 
Jan. 6 by the derailment of a freight train, two spans 
carried away. It does not appear whether the draw 
was open or the train was derailed from some other 
cause, but the engine and 22 cars went down. 

John McGranahan, of East St. Louis, has sued the 
Cleveland, Cincinnati, Chicago & St. Louis for chang- 
ing, without his knowledge, the route of a train on 
which he rode; and the jury has awarded him $300. He 
bought a ticket from Buffalo to St. Louis, expecting 
to get off at East St. Louis, but the train went around 
that town so as to cross the river over the Merchants’ 
Bridge and the passenger had to pay his fare back to 
East St. Louis. The road will appeal. 


The Board of Works of the city of Newark, N. J , has 
passed an ordinance prohibiting the street railroads of 
that city from carrying freight or doing an express busi- 
ness. The electric railroad companies have made exten- 
sive plans looking to the transportation of freight, and 
it is said that the Consolidated Traction Company al- 
ready hasa number of freight and express cars. An 
officer of one of the street lines has published a letter 
warning the city that in prohibiting the transportation 
of freight on street car tracks itis injuring its own in- 
terests, as several manufacturers now looking for sites 
for factories will come to Newark, if they cin have track 
connections, and will stay away if they cannot, 

A Chicago paper reports the number of persons killed 
on railroad tracks (other than street surface roads) in 
that city during the year 1895 as 274, including seven 
passengers, 55 employees and 212 other persons. There 
were six suicides. A list is given showing the number 
killed on each road in each month. When this subject 
was up some two or three years ago it appeared that the 
coroner’s statistics included the whole of Cook County, 
but whether that is the case with the present report we 
are unable to determine. The coroner gives the number 
of cases, on each road in which the company was cen- 
sured by the jury. The largest on any one road is six 
andthe total is 49 or about one case out of six. There 
were 62 fatal accidents on the street railroads. 


Another Steamer for the Plant Lines. 

The contract for building another freight and pas- 
senger steamer for the Plant Line has been awarded to 
the Newport News Shipbuilding & Dry Dock Co. The 
vessel will cost about $50,000. This makes nine vessels 
under contract to be built at Newport News, including 
the battleships. 

A Subject for the Joint Traffic Managers. 

As soon as E.O. McCormick, Passenger Traffic Mana- 
ger of the Big Four, knew that the Republican National 
Convention was going to St. Louis, he secured an option 
on 1,009 rooms at different hotels there. Asan extra 
inducement to the patrons of the Big Four, he has ar- 
ranged to furnish them with rooms without payment of 
commission or premiums. Railroad men say that this 
is one of the greatest advertisements the Big Four ever 
had.— Pittsburgh Post. 

Why cannot this be called rate-cutting, just as muc 
as paying cartage or sending shippers telezrams D. H.? 


Northwestern Logging Interests, 

Foley Bros. & Guthrie, leading railroad contractors 
of Minnesota, have merged their business with a Still- 
water logging firm, the capital put into the new firm 
being $1,000,000, for the logging of 300 million feet of pine 
timber around Mille Lacs Lake in northern Minnesota. 
The firm will also operate a railroad 40 miles long. The 
pine is all to be cut in 15 years. It is likely that it largely 
exceeds the quantity stated above. 

The Minnesota Logging Co., operating the Brainerd & 
Northern Minnesota Railroad, is now cutting about 
1,000,000 feet of logs daily, a small part of which are 
banked in lakes for summer rail hauling, and the rest 
loaded on cars direct. 

About 325 million feet of logs will be landed into 
the tributaries of the Mississippi during the winter. 
One concern, Musser, Sauntry & Co., will get out 75 
million feet on the upper St. Croix River, and haul 
nearly all over the Eastern Minnesota Railroad to mills 
at Duluth. The total cut of the winter in the Duluth 
District is expected to be over 400 million feet, of which 
more than half will be hauled to mills byrail. The Du- 
luth, Mississippi River & Northern wil! handle during 
the year about 150 million feet of logs, largely for the 
Pine Tree Lumber Co., of Little Falls. These opera- 
tions, and a few small timber agreements for mills along 
railroads west of Red Lake Reservation, will complete 
the work in Minnesota ior the year, amounting to not 
much less than 1,200 million feet. 

Beneficial Effect of a Cheering Payroll. 

About 450 io es of the Kings County Elevated 
Railroad, Brooklyn, N. Y.,on Jan. 1 received an in- 
crease in their wages of 10 per cent., or a return to the 
scale in force prior to Oct. 1, 1893. According to the 
New York 7ribune, the effect was noticed all along the 
line. The trainmen mostly said ‘‘Elm and Duffield!’ 
when they reached the drygoods district, instead of 
“ Ellumduff!”’ and the gates were shut more gently than 
usual, 

Railroad Disaster in South Africa. 

A press despatch from Cape Town, Jan. 6, says that on 
Dec. 3) a passenger train was derailed between Johanne: - 
burg and Durban, South Africa, and 28 passengcrs 
killed. 

The Lake Erie & Pittsburgh Cana’. 

Tae committee which is promoting the Lake Erie & 
Ohio River ship canal project has secured the consent of 
the following to be: a ned asincorporators nthe charter 
f rthe canal. The necessary bills were introduced in 
Congress this week: Andrew Carnegie, George A. Kelly, 
Charies W. Batchelor, John B. Jackson, B F. Jones, 
Thomas P. Roberts, John E. Shaw, W. 8. Shallenburger, 
U. L. Magee, William Flinn, William M. Kennedy, Hon, 
Morrison Foster, W. L. Scaife, W. tery Brown, D. E, 
Park, John A. Wood, Eugene M. O'Neill, Jame; 
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Hudson, H. J. Heinz, James G. Butler, Jr., Youngstown, 
O.; Simom Perkins, of Sharon; S, S. Marvin, D. P. 
Black, J. R. Harrah, Beaver; George H. Anderson, 
William P. Herbert, A. J. Logan and Ex-Governor A. B. 
Fleming, of West Virginia. 

A committee of engineers, including Gen. Abbott, of 
the United States Army (retired), and Prof. M, 
Haupt, has recently gone over the route of the canal, 
making a general examination of its engineering feat- 
ures, but its report has not yet been made public, 
though promised for early publication. 


Receiverships and Foreclosures in 1895. 
RECSIVEKS APPOI TED. 


















































































e | 
2 Furded | Capital 
Ro:d. = Lebt. | Stock. 
al 
Fi sila \——- 
Manhatten, Alma & Burl ngame 56] $ 637.006) $ 1,000,000 
Wichita & Western(A.,T.& S.F.)| 125 1,750,000 3,( 34,000 
Nor olk & Western............... 1,574] 55,°09,000) 9,500.0: 0 
Delaware River & Lancaster.... | 3tC,00€) 244,600 
Atlant ec Short Line (Ga.)......... 38 *400.00: | *400,000 
Pittsbureh, Marion & Chi*ago... 25 896,000) 500,000 
CE IE OMNES 5.5 5 Sa iivcacevcccoase 224 5,463,00(; 3,810 000 
Pensacola & Perdido.............. 10 60,000) 125,000 
B llaire, Zanesv lle & C (N.G.).. 11 9§8.00( 1,6 8,000 
Columbus, Sandusky & Hock'nz..| 227) 9,127,000) + —_7,36%,090 
Mobile & “pring Hill.............. 7 1€.0,000) 100,000 
tan Antotio & Gulf shore.........|  29)......... | 314,060 
New Orleans & Southern es 66 1,174 000) 200,00) 
Mammoth Cave........... 8 100,000] ........--- 
Humeston & Sheracdoah.. 112 2,618,000; 4,026,000 
Columbus Souttern.... ... 88 1,087,000; — 1,305.600 
Stut gart & Arkansas River 34 375 000) 500,00 
St. Joseph & Grand Is'and.. 251} 11,390,090)  —4,690,0 0 
Tine Bluff & Eastern (N.G.)... 23 180,000) 600,000 
Port Townsend Sou hern _..... 43)...ccccccee | 3,000,010 
Columbia & Puget Sound (N.G.). | ee ..--|  1,000,0C0 
Pacitie Coast (5. G.)...cccccccccces 77 1 370,000) 1,370,000 
Se ttle & Novther. ... a | ees | 5,000,000 
Kansas City & Omaha eas 194 2,713 000; 4,408,000 
Tennessee Central.............-... 12 190,000) 100,000 
Ft. Wayne, Terre Haute & S.-W.. 1l *100,000) *10 000 
Palmetto,...... Prati evan avadacas 1f 200,006 320,019 
Pennsvivani: Mi lard............ 10 *200,000) *2'10,C00 
New York, Pennsylvavia & Obio..| 600) 124,777,000) 45,000,000 
Chicage, Indiana & Hasyern..... 1 | ler RS ie 100,009 
WHINBORS TRV OP 65.45 s6350-cveeees 4 WOU casvacnnues 
Tiel SLOG Riccisiccccccsccceacs 4,08° | $221, 211,000 $147.858,C00 
Total bonds and stocks.......... Bed Raneeadeaada | $369,069, 900 
J 
* Fst'mated, 
ROADS SOLD UNDER FORECLOSURE. 
$ Funded Capital 
o 
Road. =| ebt. Stock. 
= 
Lake Krie, Alliance & Southern.. 3t! $2,085,000) $3,000 070 
Asheville & Spartanburg .. .... 66) 715 000 1,050,000 
Western New York & Pa........ 643} 30,000,000; 20,000.00 
Charleston, Sumter & Northern 150) 2,285,090 1.328.000 
Chattanooga Southern.... ...... 92 1,440,000 1,440,000 
Georgia Southern & Florida......} 283) 3 420,00) gaia ar 
Northea-tern (Ga.)...........0.... 39 575,000 239,000 
Toledo, Ann Arbor & N. Mich... 298 7,485,000 6,500,0€0 
Mobile & Bumingham ...... 147 4,510,009 2,000,000 
Florida, Georgia & Western. ll *100,00 *100,005 
Mary Lee Coal & Railway....... 7 183,000 500,000 
Savannah, Americus & Montg.. 306 3,600 000 1,640,000 
Frankfort & Southeastern ...... 2 ol re 
Northern Ad'rondack. ... 57 497,000 840,000 
Santa Fe Southern (N. G.)........ SAU caevsrwecutteawadinenn 
Atlanta & Florida............. A 19° 840,000 1,115,000 
Bristol, Elizabethton & N,C...... SAL cKns Connnas ,0 
Yexas, Louisiana & Eastern...... 3u 150,000 500,900 
Chattanooga Union.............. 45 750,00! 1,000 600 
Brigantin2 Beach............60.0.. |} 33 350,010 355,000 
New York & New England....... | 360} 17,213,000) 25,817,000 
Harriman Coal & Iron Railroad..| 30 500,600 300,000 
Ogden & Hot Springs............. 7 18,059 160 600 
Rockaway Valley........0. sees. | 25 200,000 200,000 
Texas Western (N.G.) ........... | 52 *200.000 *200,(00 
PeMAM RNOIN es cctessecsoesseces | 52] 1,000. 750,000 
Southern Central.............00+6. | 115) 3,866,600) 1,775,000 
Middlesborough Belt.... ......... | 21 552, 1,600,000 
Knoxv.,Cumberl’d Gap & Louisv 8: 2,150,600 2.975.000 
Waco & Northwestern........... CL | ee ae *1,500,000 
Jacksonville, May port & Pablo.. 28 75 000) 200,000 
We UN teeta sina 2e canes 88] 3,124,000 1.241 000 
Columbus, Sindusky & Hocking. 227 9,127,000 7,393,000 
Birmingham, Sheffield & T. Ry..} 119 2 975,000 3.275.000 
Chicago, Peoria & Si. Louis...... 122 2 992,000 3,500,000 
Central R. R. ef Georgia .... ... 31t 11,000,006 | 7 509.000 
Savannah & Western..... ....... 482} 11,000.090; 3,000,000 
Tennessee Midland.....-. ........ 13€| 2.711.000; 3,299,000 
Paducab, Tennessee & Alabama.| 11! 2,432,000 2 432,000 
Nevada Southern.............se00- 3 450,000) 600,460 
Washington City & Pt. lookout.) 12 540.000! = 1,000,060 
Carolina,Cumbe'land Gap & Chi.) 24 925,000) 560,000 
Savannah & Atlantic.... .... .... 18 240,060 250,000 
New York, Lake Erie & Western) 551) 77,644,000) 86,374,000 
Marietta & North Georgia........ 239;  2,981,0.0 8,385,000 
Mobile& Girard...........- arr 12 1,590,000 1 269,00 
Port g@oyal & Wes‘ern Car. Line. 227) ~—- 2,560,000 1,418,000 
Montgomery & Eufaula......... 80! 1,500,000 620,000 
Atchison, ‘Topeka & Santa Fe 6,543) 102,0:0,000) 232,575,(C0 
Cincinnati & Kentucky Southern. 13 *250,0L0 *250. 
Macon & Birminzham............ a7 pA eee 
Florida Midland....... .. meen ae: ie ene 
Total, 52 roads....... - wensucaea | £2,831) $326,231 069) $435,560, 000 
Total bonds and siock.......... See | cesece.cee-| O001,791,C00 








In respect to foreclosure sales the record is extraordi- 
nary. In only two years in the last twenty—1879 and 
1877—has the number of roads sold been as large, while 
in mileage and capital involved the figures for 1895 are 
far greater than those for any other year in the history 
of the country.—Railway Age. 


Railroad Land Grants. 

The Secretary of the Interior has approved the follow- 
ing grants of lands to railroads: To the Northern Pa 
citic, 58,558 acres in the Vancouver and Spokane Falls 
district, Washington; 241,213 acres in the Lewistown, 
wlont., district; 23,383 acres in the Vancouver, Wash , 
district; 73,552 acres in Washington; 79,342 acres in the 
North Yakima and Walla Walla district, Washington; 
18,661 acres in the Spokane Falls district. ‘To the Oregon 
& California Railroad, 21,813 acres inthe Roseburg, Or., 
district. To the New Orleans Pacific Railroad Com- 
pany, 1,619 acres in the New Orleans Natchitoches dis- 
trict, Louisiana. 


Color-Blindness. 

The following item, which has been extensively circu- 
lated for two ar three months past, seems to have passed 
through the hands of several revisers, and we feel safe 
in assuring the reader that we are now giving the true 
1896 v_rsion: 

“L. E. & W. R. R., MONTMORENCI, Ind., Feb. 31. 

‘* Ty Inspecter—Dear Sir: The day before yisterday at 
nune I got word tocum down and have me ise looked 
after for culur blindness. I had 45 tise and 10 rales 
to put down beyond the sand cut and my hands were 


too short to spare me. The right iy that wus first in 
my head was put out with the blow of a pik and me 
glass iyjis a perfect figger of the iy that wus not put out, 
& is sent to ig and my watch for the examination. I 
could spare the glass oye better than the one in the 
head ; if sheis culur blind I'll get one that ain’!. 

‘* ANTHONY DRISCOLL,”’ 

Foreman, Sec. 18. 


The Deep Waterway Commission. 

James B. Angell, President of the University of Mich- 
igan; the Hon. John EK. Russell, of Boston, and L. E. 
Cooley, of Chicago, the American members of the _Inter- 
national Dee aterways Commission, met at Detroit 
on Jan. 13 and the Canadian Commissioners were to meet 
with the American Commissioners later in the week. 
T e Commissioners will-discuss the deeyening of tke 
Welland Canal and the St. Lawrence Canals and other 
thers for a deep waterway from the Lakes to the 

tlantic. 


Some Recei ership Expenses. 

Judge Caldwell has filed an order in his court at To- 
peka, allowing certain legal and other fees in connection 
with the receivership of the Atchison, Topeka & Santa Fe, 
Some of the larger items are given below. To the Union 
Trust Co., of New York, as’ trustees, $50,090; to J. B. 
Johnson. as special master, $15,000. In addition to this 
amount Judge Johnson has been receiving a salary of 
$750 a month, the total sum received by him being 
$33,000. To Wheeler H. Peckham. counsel to the com- 
plainant, for compensation in addition to what he has 
received, $55,000. To Rossingham, Smith & Dallas, as 
solicitors for complainant, in addition to what they have 
received, $27,000. To Mercantile Trust Co., as compen- 
sation for services, $10,000. To Alexander & Green, 
counsel for Mercantile Trust Co., $10,000. To each of the 
receivers, Aldace F. Walker and John J. McCook, and to 
the heirs of the deceased Receiver, Joseph C. Wilson, at 
the rate of $25,000 per annum. To George R. Peck, coun- 
sel for Receivers, in addition to what he has received, 
$45,000. To E. Kenna, counsel for Receivers, $15,000. 


A Technical Club in Chicago. 

At an informal meeting of several gentlemen in Chic- 
ago, Nov. 14, it was proposed to form a social Technical 
Club somewhat on the same lines as the Engineers’ Club 
of New York, the membership to be composed of en- 
gineers, architects, railroad officials and representatives 
of allied interests. It is peg to provide all of the 
usual accommodations of a club, including a restaurant 
and rather large number of sleeping rooms; and to main- 
tain them in a thoroughly comfortable and serviceable 
manner on a low basis of dues. We know no reason why 
such a club should not be as successful in Chicago as the 
Engineers’ Club has been in New York. The latter now 
has 655 memt ers ot whom 355 are non-residents. It hasa 
handsome cash surplus, and indeed has always been 
financially prosperous. It muintains a comfortable club 
house, with a good kitchen and all the conveniences of a 
thoroughly appointed club. It is much used and has be- 
come a favorite headquarters of engineers and of those 
allied by business interests with engineers. The great 
secret of its success has been the care taken by its man- 
agers to keep the club expenditures within its income. 
It has been remarkably fortunate in always having a 
governing board made up of men of liberal ideas com- 
bined with sound business sense. We freely give the 
Chicago men this pointer. 








LOCOMOTIVE BUILDING. 

The Lake Erie & Western has recently ordered six 
mogul engines from the Brooks Locomotive Works. The 
engines are to be delivered in May. 








CAR BUILDINC. 


The Madison Car Co., of Madison, reports that it has 
built 2,200 cars during the last six months. 

The S. E. Barrett Mfg. Co. is in the market for 10 tank 
cars, 31 ft. long, with a bar) yr ng of 6,600 gals . or 60,00 
lbs. These cars will be built for carrying coal tar. The 
office of the company is at 108 La Salle street, Chicago. 

A full force of men is now er in the works of 
the Wagner Palace Car Co., at East Buffalo. Fifteen 
new sleeping cars are being constructed, and_also a pri- 
vate car for D. W. Caldwell, President of the Lake Shore 
road. 

The Lake Erie & \vestern and Northern Ohio roads 
have let a contract for 60 cars, two complete trains 
of Rodgers’ ballast unloading cars, which will be used in 
the reballasting of the Northern Ohio. The cars will be 
delivered to the company in the spring. 

The New York Equipment Company, of 80 Broadway, 
New York, has just closed contracts for a large amount 
of rolling stock. etc., to be used on the Chesapeake & 
Western, now building in Virginia. The orders include 
two passenger coaches. two combination cars, all 
equipped with six-wheel trucks ; 20 box cars, 10 plat- 
form and 20 gondola cars, for prompt delivery. In 
addition to these orders the New York Equipment 
Company has also closed contracts, since the first 
of the year, with the Lancaster & Hamden road of Ohio, 
for two passenger coaches. 








BRIDGE BUILDING. 


Albany, N. ¥Y.—Senator Ahearn on Jan. 9 introduced 
a bill incorporating the Ward’s Island Bridge Company 
to construct a bridge for A eae and other traffic be- 
tween the Twenty-third Ward of New York and Long 
Island City, via Ward’s Island. 


Bellaire, O.—The work of surveying the final locations 
for the new Bellaire & Benwood Bridge Company’s bridge 
over the Ohio, which is to connect this city and Ben wood, 
W.Va.,was begun last week byA. J. Norton and a corps of 
engineers. The bridge will leave the West Virginia 
shore at Sixth street, in Benwood, and land directly op- 

03ite private property on this side, It will bea highway 

sary with tracks for the Wheeling and the Bellaire, 
Bridgeport & Martin’s Ferry electric railroad companies, 
making for the two roads a continuous circuit of 12 miles 
of line, passing through seven towns. 


Bridgeport, N. J.—The Board of Freeholders have 
ratified the contract with Cox & Sons Co. for buildin 
the New Broad Street Bridge over the Cohansey, — 
ordered the issuance of bonds for payment of the cost of 
construction. 

Buffalo, N. Y.—We noted last week the opening of 
bids for erecting the abutments, piers and approaches 
for the new lift bridge over the Buffalo River at Mill 
sitet, Fhe contract was awarded to Delaney & Mullen 
at ? . 


Campbellton, N. B.—The Restigouche & Bonaven- 
ture Bridge & Railroad Co. is applying for a charter to 
build a railroad and highway bridge across the Resti- 
goucbe River, from Campbellton to Mission City. 


Canton, O.—A bridge is to be built over Mimishillen 
Creek at East Ninth street, and bids for the stone 
abutments will be received until Jan. 25. Address L. 
Loichot, County Auditor. 


Carthage, Mo.—Bids were opened on Jan. 13 for two 
steel bridges over the mill race, their spans being 28 and 
36 ft. respectively. 


Chicago, Iil.—Bids were opened Dec. 28 by W. D. 
Kent, Commissioner of Public Works, tor building 
the foundations and substructure for the new bascule 
bridge at North Halsted street. The contract was awarded 
to Wilson & Jackson, 1539 Monadnock Building, Chi- 
cago, their bid being #31 622.25. 


Cincinnati, O.—Plans and specifications have been 
driwn up for a bridge on the Mt. Hope road, in Crosby 
County, crossing Dry Fork Creek. These specifications 
have been approved by the County Commissioners. The 
engineer is Frank Krug, of Cincinnati. Bids will be re 
ceived until Jan. 25 by Henry Korb, Pres. Board County 
Commissioners, Hamilton Co. 


Cleveland, 0.—The Akron, Bedfurd & Cleveland In- 
ter-Urban Railway Co.’s bridge over Tinker’s Creek 
failed on Jan. 9 while a motor car and loaded coal car 
were passing over it. Two men were kill2d and one 
seriously injured. Press reports say that the span, which 
was 175 ft. long, will be replaced with a temporary 
wooden structure and later with a steel structure, by the 
Wrought Iron Bridge Co., of Cant »n, O., which built the 
old bridge. 


There is some talk of building a bridge at Willow 
street over the old bed of the river. he bridge if 
built would be about 300 ft. long and cost about $140,000. 


Confluence, Pa.—The bridge over the Youghiogheny 
at this point will not be built, owing to opposition. 


Cumberland, Md.—There is a plan on foot here to get 
up a petition requesting the West Virginia & Pittsburgh 
to build a bridge over its tracks at Cumberland and 
Johnson streets. 


Danville, Pa.—The council has decided on the fol- 
lowing specifications for the new bridge across the canal 
at Wall street: Length between abutments, 150 ft.; 
width of roadway, 16 ft.; capacity, 1U0 lbs. to the square 
foot. Bids were opened Jan. 17. 


Danville, Va.—Bids were received Jan. 6 for a 60 ft. 
bridge, with 18-ft. roadway, across Sandy Creek. The 
bid of the Virginia Bridge Company, Roanoke, $775,was 
accepted, 


Darien, Ga.—Bids will be received by W. S. McIn- 
tosh, Clerk of the Board of Commissioners, until Jan. 21, 
for building two bridges. 


Denver, Col.—Last week we noted the receipt of bids 
for the bridges over the Gunnison and Grand Rivers. 
The State Engineer on Jan.3 let the contract for the 
bridge over the Gunnison River near Gunnison, to the 
Kansas City Bridge Company, of Kansas City. It will 
be a steel bridge, with tubular piers, and will cost $3,000. 
At the same time the contract for the new bridge over 
the Grand River in Mesa County, near Grand Junction, 
was let to the Wrought Iron Bridge Company, of Can- 
ton, O. It will be a steel bridge, and will cost $7,170. 


Des Moines, Ia.—It is reported that the Keokuk & 
Western is soon to build a new steel bridge over the Coon 
River between the Eighth and Ninth street bridges. 


East Liverpool, O.—The bridge to be built across 
the Ohio at this place, the award of the contract for 
which we noted last week, will be !,400 ft. in length, the 
channel span being 700 ft. It will be in four spans. The 
bridge is to connect the town of East Liverpool with the 
property of the Chester Land Co., which land is located 
on the West Virginia side of the river. This land 
is to be laid out intoa a with water, electric lights 
and an electric railroad. The land company will build 
a very large pottery near the river. The electrical rail- 
road will connect with the Johnson road, of East Liver- 
pool and Wellsville, and connecting those towns, and 
with Rock Springs. a well-known resort, three miles from 
the West Virginia end of the bridge. The directors of 
the new enterprise are: George P. Rust, of Cleveland ; 
J.E. MacDonald, W. L. Smith, E. D. Marshall, E. A. 
Macall, and J. G. Kerry, of East Liverpool. 


Elbow Lake, Minn,—Bids were opened on Jan. 11 for 
a bridge over Round Lake Creek, near Delaware. 


Hartford, Conn.—Press reports say that the Com- 
mission having the Connecticut River bridge in charge 
has asked for plans for a new structure, refused to put a 
foot bridge across at present, and announced its inten- 
tion to build another temporary bridge during the build- 
ing of the permanent bridge next summer, if it is al- 
lowed to go ahead. The towns of the district continue 
to keep their suitsin the courts, and apparently will not 
withdraw their 5 ge to the Commission. The 
prospects for a bridge under two years seem to be 
slight. 


Hornellsville, N. Y.—Petitions are being generally 
signed requesting the Central New York & Western to 
remove the piling placed in the Canacadea Creek, and 
asking for an iron suspension bridge in its place. It is 
understood that the petition is to serve as a basis for 
legal proceedings if the request is not granted. 


Houlton, Me.—The Berlin Iron Bridge Co., of East 
Berlin, Conn., has just completed for the town of Houl- 
ton a new iron bridge 300 ft long and 18 ft. wide, with 
one side walk 18 ft. wide. The Bridge Company furnished 
pe entire bridge, sub-structure a superstructure com- 
plete. 


Houston, Tex.—The Coleto bridge is completed and 
has been accepted by the commissioners. Itis a )80-ft. 
steel’ span, with a 168-ft. steel trestle and was built by 
the Penn Bridge Company. 


Jersey City, N. J.—Work was begun Jan. 8 upon 
the steel trestle which is to carry the trolley road be- 
tween Jersey City and Newark over the Delaware, 
Lackawana & Western tracks at Sandford’s crossing on 
the Newark and Jersey City turnpike. It is to be 900 ft. 
long and will have 21 ft. clear headroom. The cost is 
estimated at $25,000, and the contract calls for comple- 
tion by April 1. 


Lockport, N. Y.—It is reported that the old Pine 
street bridge over the canal will have to be removed to 
make room for the lift lock which it is proposed to build 
at this place. The bridge has been considered unsafe 
for several years, and it will be a great advantage to the 
city to replace it by a new structure, It is proposed to 
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make the new bridge 64 ft. wide, which is the width of 
the street. 

The materials for the street railroad bridge over the 
canal at Mill street have arrivad and the work of erect- 
ing the bridge has been begun. 


Milwaukee, Wis.—It is said that steps will be taken 
this year to build a new bridge at Huron street, to re- 
lace the present old structure. Estimates for a new 
ridge place its cost at about $60,000. 


Minne polis, Minn.—The residents of Camden Place, 
in the suburbs of Minneapolis, are about to petition the 
City Council for a bridge over the river about half a mile 
above the present bridge at Twentieth street. 


Murphy, N. C.—It is probable that the Marietta & 
North Georgia will soon build a bridge at this place 
across the Hiawassee River. 


New Westminster, B. C.— The city council has 
again taken up the question of constructing a bridge 
over the Fraser River. The Provincial Government has 
made a grant of $126,000, and the Dominion Government 
— _ asked to grant $100,000. D. Robson is City 
Clerk. 

New York.—The new East River Bridge Commission 
has ap oe the War Department to allow them to 
build the bridge 135 ft. above the river, which is the 
height of the present bridge. The army engineer recom- 
mended 145 ft., which was afterward reduced to 140 ft. 
It is said that a reduction to 135 ft. will save $1,00@,009. 


New York.—Mr. Bedell, of Orange, presented a bill 
at Albany recently in relation to the New York and 
New Jersey Bridge Company. It is practically the same 
measure introduced last year, but grants an extension 
of time for completion of the bridge, the essential feat- 
ure being that this time is made ten years from the 
— of the approval of the plans by the Secretary of 

ar. 

Norfolk, Va.—A charter has been obtainel, and a free 
bridge is to be built between Portsmouth and Pinner’s 
Point, which is the deep water terminal of the Southern 
and the Norfolk & Carolina. 


Philadelphia, Pa.—Press reports say that a new steel 
bridge will soon be built over Cape Island Creek, at 
Broadway. 


Scranton, Pa.—The Select Council has passed the 
ordinance providing for the Sg pg eae tages of $150,000 for 
the viaduct over the D., L. & W. tracks on West Lacka- 
wanna avenue. The Common Council has passed the 
ordinance on second reading. 


Seattle, Wash.—A petition has. been sent to the 
Board of County Commissioners, asking for a bridge 
across the Cedar River. 


Sioux City, Ia.—The Combination Bridge Co., has 
issued invitations to the opening of the new railroad and 
highway bridge over the Missouri River at this place, 
which opening will take place on Jan. 21. In the even- 
ing a banquet is to be given to the bridge company by 
a _— City Commercial Association at the Mondamin 

otel. 

St. Anne de la ?erade, Que.—The bridge across the 
St. Anne River at this placefhas been carried away. 


St. Thomas, Ont.—A by-law to issue debentures for 
$3,000 to build a bridge at Palm street, between the north 
and south sections of the city, was carried at the muni- 
cipal elections. 


Sauk Rapids, Minn.—There is some talk of rebuild- 
ing the bridge at this place over the Mississippi River, 
but nothing definite has as yet been done. It is also re- 
ported that the County Commissioners have begun werk 
upon a new steel bridge over the dam. 


Syracuse, N. Y.—The council met on Jan. 6, and a 
resolution was passed requesting the local members of 
the legislature to secure the passage of a bill authorizing 
the city to raise $12,000 for a stone-arch bridge over the 
Onondaga Creek at Cortland avenue. 


Washington, D. C.—A bill has been introduced in 
Congress by Congressman Terry to revive and re-enact 
the act authorizing the building of a railroad bridge at 
Little Rock, Ark. 


Watrioo, N. ¥Y.—M. L. Van Kirk has been author- 
ized to draw plans for the new bridge over the Seneca 
outlet, just below the state dam. A double arched 
bridge is proposed. 


RAILROAD LAW—NOTES OF DECISIONS. 








Powers, Liabilities and t‘egulations of Pailroads, 


The Supreme Court of Tennessee holds that a company 
owning a railroad is not liable for injuries to an. em- 
ployee of a lessee of the road caused by defects in an en- 
gine owned and controlled by the lessee, merely because 
the lease was made without statutory authority.! 

In Idaho it is held that a railroad that has purchased 
and paid for a right of way across land is not liable for 
the expense of removing a building therefrom in the ab- 
sence of an agreement to that effect.2 

The Federal Court ruies that where coal is supplied to 
a railroad, and used in its operation for the purpose of 
carrying on its business, both before and after the ap- 
pointment of areceiver, such receiver should be directed 
to pay not only for that used by him, but for that suv- 
plied and used within six months before his appoint- 
ment ; and when there has been a diversion of income to 
yayment of interest or for betterment, such coal should 

ye paid for out of the corpus of the property, if the in- 
come is insufficient.® i 

in Pennsylvania it is ruled that the lessee of a railroad 
is not liable for injury to land caused by the overflow of 
a stream due to the lessor’s improper construction of the 
road and a bridge thereon.4 

The Federal Court rules that the Tennessee statute 
providing that no railroad shall create any lien on its 
property which shall be valid as against judgments 
‘for timber furnish d and work and labor done on, or 
for damage to persons and property in the operation of, 
its railroad in this state,’ does not include material 
furnished and work done in the creditor’s machine shops 
on locomotives; or railroad supplies, such as tools, spikes, 
hardware, etc.; or damages resulting from detention of 
freight shipped over the lint, unless such damage was 
occasioned by an actual injury to the property, and 
unless the same occurred within the state.® . 

In the Supreme Court of the United States it is held 
that a county which has authority to sell its lands for 
money. may, in the absence of express restrictions, sell 
them for money’s worth, as for a consideration consist- 
ing in the construction of a railroad through the county, 
and the building of wharves, docks, and depots for the 
accomodation of the public.°® : 

Ia Minnesota the Supreme Court rules that in proceed- 
ings before the railroad and warehouse commission to 
regulate the rates of a common carrier, the commission, 


and, on appeal, the court should be liberal in receiving 


evidence on the question of what is a reasonable rate, 
and may hear arguments in behalf of any person or cor- 
poration interested in the result.? 

In Indiana the Supreme Court decides that a railroad 
is not liable for damage caused by water thrown back 
upon land, by the construction of its embankments, 
from depressions in the ground, in which water flows 
only when a neighboring river overflows its banks.® 

In Pennsylvania an agreement for the purchase of a 
right of way provided that upon payment of the price 
the owner = ey give adeed to the railroad company. 
and also that the company should construct and main- 
tain a crossing over the right of way. The Supreme 
Court holds that the owner had a right to incorporate 
into his deed to the company a covenant that the grantee 
should maintain a crossing for the grantor, his heirs and 
assigns. ?® 

The Supreme Court of Indiana rules that an allega- 
tion that a railroad negligently caused malodorous 
freight to remain an unreasonable and unnecessary time 
in front of plaintiff’s premises sufficiently shows abuse 
of right of common carrier, whether the action be for 
negligence or nuisance. !° 

The Supreme Court of Georgia decides that there be- 
ing a general law for the incorporation of ra‘lroad com- 
eqeen though.the special charter ofa railroad company 

e unconstitutional. it could hold property, and render 
itself liable to creditors by any act which would have 
i it had it been incorporated under the general 

aw. 

In Texas it is held_by the Court of Appeals that the 
station agent of a railroad may bind it by contract to 
furnish cars at his station for the shipment of freight, 
but not at other stations.1 

In Arkansas it is held to be within the scope of the em- 
ployment of a baggage master to receive more money 
for transportation as baggage than he is authorized to 
do by the rules of the company 12 
Injuries to Passengers, Employees and Strangers. 

‘Lhe Court of Appeals of Texas rules that in an action 
for personal injuries a railroad will not be permitted to 
show it had furnished its passengers with a more expen- 
he yroad and equipment than its business would jus- 
tify. 

The Supreme Court of Kansas holds that a contract 
between a railroad and a shipper of live stock, providing 
that such shipper shall remain in the caboose while the 
—— is moving, is reasonable, and not against public 
policy./> 

In Texas it is held that in ejecting a passenger from a 
railroad train, employees of the company have no right 
to place the baggage of the passengerin a place where 
it will be injured.?° 

The Federal Court rules that statements of a ticket 
agent that a certain train stopped at a certain station 
will bind the railroad company only when tnade con- 
temporaneously with the sale of a ticket, and not when 
made several weeks before, and not referred to at the 
time the ticket was sold.17 

In Arkansas it is held that where a locomotive en- 
gineer, without fault on his part, first discovered a de- 
tect in the engine after he had commenced his trip, he 
was not bound to immediately abandon the same, if the’ 
defect was not apparently such as_to render the engine 
immediately dangerous, if handled with great care, and 
if the risk was not greater than an ordinarily prudent 
person would have taken under the same circum- 
stances.1§ 

‘he Court of Appeals of Kentucky held that an em- 
ployee, having. knowledge of the defective condition of 
the lever on a hand car, and who thereafter continued to 
operute the car, was not entitled to recover for injuries 
received by reason of such defect.1® 

In Kansas the Supreme Court rules that, whether a 
brakeman who had been running for more than a year 
over a section of railroad on which there wes a bridge 
sufficiently high to perm't him, while standing on the 
top of ordinary freight cars, to pass in safety, but who 
was kiiled by striking the bridge while riding on a car 
much higher than the ordinary, was guilty ot contribu- 
tory negligence is a question tor the jury.”° 

In Indiana a car repairer, whose duty it was to make 
repairs marked by the superintendent, was killed while 
in the employ ot defendant by the negligence of the 
superintenuent in failing to discover and mark defects 
in a car which he directed decedent to repair. The Su- 
preme Court rules the defendant was liable, the danger 
not being one of the assumed risks of the employment. ** 

In Kansas the Supreme Court holds that the mainten- 
ance of a bridge over a railroad track so low as to make 
it unsafe for brakemen is prima facie negligence.?? _ 

The Supreme Court of Georgia rules that where, with- 
out the knowledge of the conductor or engineer, some 
person applied a brake tothe car on a street railway 
while the engine and car were ascending a steep grade, 
and thus the progress of the engine was arrested, where- 
upon the conduc‘*or, in order to enable the engineer to 
go forward, had the brake taken off, and the engineer, 
not knowing that the brake would be taken off, and in- 
tending to go backward down the grade, reversed the 
engine at about the same moment the brake was taken 
off, and in consequence of this inharmonious action the 
train backed too rapidly, and collided with a wagon 
which was not known to be on the track until it was 
too late to stop, and which would not have been there 
but forthe mules drawing it having become suddenly 
frightened by the movement of the train, the calamity 
was a pure accident, and the driver, who sustained a 
personal injury by the collision, cannot recover.?* 

In Wisconsin in an action for an injury caused by 
being struck, while crossing defendant’s track, by the 
rear section of a train, it appeared that when the first 
section passed defendant stood 15 ft. south of the track: 
that he could see down the track 260 ft.; that he started 
slowly across the track, and was struck by the rear sec- 
tion. Tbe Supreme Court rules.that plaintiff was guilty 
of contributory negligence. 24 





1B&0O.&C. v. Paul, 49N, K, Rep., 519. 

2 Delsol v. S. & P., aU Pac. Rep., 59. 

3 Clak v. C. #. & B., 66 Fed. Kep., 803. 

4 Kearney v.C N.J., 31 A'l., Rep., 637. 

5K.&C vs Evans, 66 Feo. Rep., 899. 

® Roberts v. N. P c., 15S. Ct. Rep., 756. 

7Aopeil of Great Northern, 62 N. W. Rep , 826. 

8 N. Y.,C. & St. L. v. Speelman. 40 N. K. Rep , 511. 
* Hall v, C. & M., 31 Atl. Rep., 940. 

0 pP..c., C. & St. L. v. Welch, 40N_E. Rep., 650. 
11 Me ighe v. MaconC Co., 215. E. Rep, 701. 
2G.,C.& 35. F. v. Hodge, 30 8S. W. Rep.. 829. 
13st LS. W. v. Berry, 208. W. Rep.. 761. 

14 G., C. & S. F. v. Southwick 308. W. Rep, 592. 
 Kts.. W & W. v. Sparks, 39 Pac. Rep . 1,932. 
16 G.C.&S. F. v. Moody, 30 8. W. Rep , 574. 
17A.T. & 3. F. v. Cameron, 66 Fed. Rep.. 709. 

18 Fordyce v. Kwards, 30 E. W. Rep, 758. 

1° Norton v. L N..30S. W. Rep.. 599. 

2 A, T. & S. F. v. Rowan, 39 Pac. Rep., 1010. 

21 Hammond v: Mason, 40N. BE. Rep., 642. 

22 4.,T. & S. F. v. Rowan, 39 Pac, Rep., 1010. 

23 Rome St. R. Co. v. McGinnis, 21 S. KE. Rep., 707. 
24Schlimgen v. C., M. & St. P., 62 N. W. Rep., 1045. 


MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

” eieeiih City, quarterly, 2/4 per cent., payable Jan. 
1 

Central Ohio, semi-annual, 8 per cent., payable Jan. 31. 

Chicago. St. Paul, Minneapolis & Omaha, semi- 
annual, 34 per cent.. payable Feb 20. 

Cornwall & Lebanon, semi-annual, 2 per cent 

Long Island, quarterly, 1 per cent., eens Feb. 1. 
a“ Hill & Schuylkill, $1.75 per share, payable Jan. 

Pittsburgh, Cincinnati Chicago & St. Louis, 2 per 
cent, on the preferred stock, payable Jan. 27. 

Toledo & Ohio Central, quarterly, 114 per centé. pay- 
able Jan. 25. 

Stockholders’ Meetings. 

Meetings of the stockholders of railroad companies 
will be held as follows: 

Fort Wayne & Jackson, annual, company’s office 
Jackson, Mich., Jan. 25. 

F ar annual, 166 Devonshire street Boston, Mass., 
an 20. : 

Jackson, Lansing & Saginaw, annual, office of Henry 
= "oe Michigan Central Station, Detroit, Mich., 
Jan. 24. 

Lehigh Valley, annual, 228 South Third street, Phila- 
delphia, Jan. 21. 

obile & Ohio, annual meeting of the holders of the 
general mortgage bonds, company’s office, 11 Pine street, 
New York, Jan. 29. 

New York, Pennsylvania & Ohio, annual, company’s 
office, 121 Euclid avenue, Cleveland, O., Feb. 4. ; 
P San Pete Valley, special, company’s office, Nephi, Utah, 

an. £3. 

Worcester, Nashua & Rochester, annual; 314 Main 
street, Worcester, Mass., Jan. 22. 


Technical Meetings. 
Meetings and conventions of railroad associations and 
technical societies will be held as follows: 


The next meeting of the American Society of Railroad 
Superintendents will be held on Wednesday, Sept. 9, at 
Niagara Falls. 

The Western Railway Club meets in Chicago on the 
third Tuesday of each month. at 2p m 

The New York Railroad Club meets at the rooms of 
the American Society of Mechanical Engineers. 12 West 
Thirty-first street, New York City. on the third Thursday 
in each month, at 8 pb. m. 

The New England Railroad Club meets at Wesievan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesdav of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Southern and Southwestern Railwau Club meets 
at the Kimball House, Atlanta, Ga.. on the third Thurs- 
day in January, April, August and November. 

The Northwestern Railroad Club meets at the Rvan 
Hotel, St. Paul, on the second T'nesday of each month, at 


p. Ta. 

The Northwestern Track and Bridge Association 
meets at the St. Paui Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 127 East Twenty-third street, New 
York, on the first and third Wednesdays in each month, 


t 8 p. m. 

The Western Society of Engineers meets on the first 
Tuesday in each month, at 8p.m. The headquarters 
of the society are at 1736-1739 Monadnock Block, Chi- 
cago. The business meetings are held on the first Wed- 
nesday at its rooms. The meetings for the reading 
and discussion of papers are held on the third Wednes- 
day at the Armour Institute, Thirty-third street and 
Armour avenue. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. ™. 

The Boston Society of Civil Engineers meets at Wes- 
leyan Hall, 36 Bromfield street, Boston, on the third 
wednesday in each month. at 7.4u p. m. 

The Engiveers’ Clubof St Louis meets in the hfis 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesuays 19 each moncn. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publish- 
ing House. Nashville. Tenn. 

The Engineers’ Society of Western Pennsylvania 
meets in the Carnegie Library Building, Allegheny, Pa., 
on the third Tuesday in eath month, at 7.30 p. m. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street, San Francisco, Cal., on the first Friday in each 
month. at 8 p. m. 

The Association of Engineers of Virginia holds in- 
formal meetings on the third Wednesday of each month, 
from Septemter to May, inclusive, at 710 Terry Building, 
Roanoke, at p.m. 

The Denv r Society of Civil Engineers meets at 36 
Jacobson B ock, Denver, Col., on the second Tuesday 
<f each month except during July and August. 

The Montana Society of Civil Engineers meets at 
—. Mont., on the third Saturday in each month, at 

.80 D. m. 

The Engineers’ Club of Minneapolis meets in the 
Public Library paneer 5 inneapolis, Minn., on the first 
Thursday in each mont : 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O.. on the second 
Tuesday in each month, at 8p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

The Engineers’ Club of Cincinn2zti meets at the rooms 
of the Literary Club, No. 24 West Fourth street, Cincin- 
nati, O., on the third Thursday in each month, at 7.30 
p.m. Address P. O. Box 333. 

The Engineers’ and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday each month at 8 p. m. 

The Western Foundrynen’s Ass ciation meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. S. T. Johnston, Monadnock Block, Chi- 
eago. is secretary of the association. 

The Engineers’ Club of Columbus, (0.), meets at their 
rooms, at 1214 North High street, on the first and third 
Saturda ys from September to June. 

The Engineers’ and Architects’ Association of Souther 2 
California meets each third Wenners < the month in 
the Hall of the Chamber of Commerce, Los Angeles, Cal. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
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cept in the months of July and August, at the Buffalo 
Library Building. 
New York Railroad Club. 

At the regular meeting of the Club on Thursday, Jan. 
16, the subject for discussion was on the report of the 
Committee on the Revision of the M. C. B. Rules of In- 
terchange. 

The Manufa:xturers’ Association. 

The National Association of Manufacturers will meet 
in Chicago beginning Jan. 21. The Committee of Ar- 
rangements has issued 10,000 invitations. A scheme is 
on foot for establishing a headquarters in Chicago with 
a club house. 

Canadian Society of Civil Engineers. 

The society met on Thursday, Jan. 9, at its rooms, 
112 Mansfield street, Montreal. The subject for discus- 
sion was, The Most Suitable Shape of Timber for Test- 
ing. Discussion on Mr. W. B. Dawson’s paper was 
continued. A paper was read by Mr. C. B. Smith, mem- 
ber, on Cement Testing (Part 2). The meeting then 
adjourned. 

Engineers’ Club of Columbus, O. 

This club now meets on the first an'l third Saturdays 
of each month in the club rooms at 1214 North High 
street, Columbus, O. The present officers are: Presi- 
dent, C. C. Waite (President of the Columbus, Hocking 
Valley & Toledo road); First Vice-President, W. F. 
Kelly ; Second Vice-President, J. F. Firestone; Treas- 
urer, EK. C. Fuller; Secretary, M. S. Hopkins. 


Envgineer’s Society of St. Paul. 

A regular meeting of the society was held Jan. 6. 
Thirteen members and one visitor were present. Presi- 
dent Stevens presided. Allofficers were re-elected. Mr. 
A. H. Hogeland led the discussion of the evening with a 
description of the effect of earth slides on the Great 
Northern Ry. bridges which cross the Red River of the 
North andits tributaries. Dr. C. F. Loweth explained 
and illustrated the circumstances of the movement of 
pier No. 1 of the Northern Pacific bridge at Bismarck. 
Engineers and Architects’ Club of Louisville. 

The annual meeting of the Engineers and Architects’ 
Club of} Louisville was held on Jan. 9. The following 
officers were elected: President, C. J. Clarke; Vice- 
President, Webster Gaziay ; Secretary, James K. Zol- 
linger (re-elected). Directors: Charles Hermany, Mar- 
shall Morris, W. B. Blake. Chas. G. Snead, J. M. John- 
son. The report of the Secretary for the year 1895 showed 
an increase in membership and bank balance over the 
year 1894. Meetings will be held during the present 
year on the second Thursday in each month, as hereto- 
fore. 

Madison Avenue Y. M.C, A. 

The twentieth annual meeting of the Young Men’s 
Chr stian Association which has its headquarters in the 
“Railroad Men’s Building’’ at Madison avenue and 
Forty-fifth street, New York City (the Grand Central 
Station), was held on the evening of Jan 14, Mr.Cornelius 
Vanderbilt presiding. Addresses were made by Presi- 
dents Clark, of the New Haven, and Depew, of the New 
York Central. The average daily attendance at the 
rooms during the past year has been 619. 


Indiana Engineering Society. 

The society met at Indianapolis on Jan. 9, and the fol- 
lowing officers were elected: President, Curtis G. H.Goss, 
of Martinsville: Vice-President, A. W. Smith, of Ko- 
komo; Secretary, J. F. O’Brien, of Cloverdale; Executive 
Committee, H. B. Fatout, of Indianapolis; W a 
Whitten, of South Bend, and Robert S. Morrison, of 
Knightstown. 

Papers were read by John V. Coyner, of Marion 
County, on City Surveying, and by Professor Morley, 
of Purdue University, on Graphic Method of Comput- 
ing Stress in Trusses. 

Southern & Southwestern R ilway Club. 

At the annual meeting of this club, Nov. 21, the fol- 
lowing officers were elected: President, R. P. C. Sander- 
son; First Vice-President, W. H. Thomas; Second Vice- 
President, W. H, Hudson; Treasurer, R E. Libby; Sec- 
retary, S. A. Charpiot. 

The subjects for discussion at the meeting of Jan. 
16 were: Master Car Builders’ Rules: Best Sizes 
for Pipes and Connections for the Baker Heater; 
Best Liquid to be Used; Messrs. J. M. Holt and 
T. S. Lloyd, committee; Present State ot the Art of 
Kindling Locomotive Fires with Oils; Messrs. W. L. 
Tracy, P. H. Schreiber, and E. T. Silvius, committee ; 
The Best and Most Accessible Plan for Applying Air 
Brakes to Hopper Gondola Cars ae Chutes; 
Messrs. A. B. Corinth and W. H. H. Price, committee; 
Inspectors’ Gage to Determine the Height of Drawbars; 
Special committee, Messrs. Jas Bossinge: and Jas. 

aglenn. 

Western Society of Engineers. 

The Western Society of Engineers held its annual 
meeting at the Audtorium Hotel, Chicago, on the even- 
ing of Jan. 8. The announcement of the election of offi- 
cers for the year was made as follows: President, Mr. J. 
F, Wallace, Chief Engineer Illinois Central; Firs; Vice- 
President, Mr. I. T. Johnson, Assistant Chief Engineer 
Sanitary District; Second Vice-President, Mr. Alfred 
Noble; Secretary and Librarian, Mr. C. J. Roney; Treas- 
urer, Mr. Emil Gerber; Trustee, Mr. Horace #. Horton, 
President Chicago Bridge Co 

The new constitution and by-laws were adopted and 
resolutions of thanks to the Armour Institute were 
offered for their courtesies to the society during the pre- 
ceding year. Similar resolutions were offered to the 
enterta nment committee for their service. 

After the meeting the annual banquet was held. About 
125 guests and members were present. 

Mr. Horace E. Horton, the retiring President, intro- 
duced the President elect, Mr. John F. Wallace, who 
made an interesting address. He was followed by the 
Hon. D. P. Phelps, Mr. George Carman, of the Lewis 
Institute; Mr. Thomas C. Roney, of the Armour Insti- 
tute; Mr. J. Reynolds, Mr. A. Mordecai, Mr. Isham Ran- 
dolph and Capt. R. W. Hunt. Mr. Reynolds made a re- 
port in which the plans of the Publication Committee 
for publishing the society’s preceedings were outlined. 


Western Railway Club. 

The Western Railway Club held its regular monthly 
meeting Dec. 17, President Potter in the chair, and 
about 125 persons in attendance. Secretary Crosman 
read a list of 22 new members. Mr. Willard A. Smith, 
ciairman of the committee on securing a meeting of the 
International Railway Congress in this country prior to 
the year 1900, then read a report to the effect that there 
is no body or committee in existence that could receive 
or act upon such invitation except the Congress itself, 
and it could do so only at its regular session, which will 
not be held until the year 1900, and that it is the opinion 
of the committee that it will not be wise to make 


further efforts to secure such a session prior to the regu- 
lar meeting of the Congress in Paris in 1900. Further, 
that the President of the Western Railway Club certify 
this fact to the American committee of the Congress, 
with the suggestion that that committee urge upon the 
Congress the desirability of holding the next regular 
session thereof, after that of 1900 in Paris, in the United 
States and in the city of Chicago. 

The next order of business was the discussion of Mr. 
Waitt’s very excellent paper on Air-Brake Equipment 
on Freight Trains and Mr. Rhodes opened the discussion. 
An abstract of the discussion appears on another page. 

Upon motion of Mr. J, N. Barr it was voted to con- 
tinue this topic until the next meeting. 

The paper of the day was then distributed. This 
paper, Locomotive Service, by J. H. McConnell, S.M P., 
of the Union Pacific R. R., was published in the Rail- 
rowd Gazette last week. 

Secretary Crosman announced that the afternoon had 
been so completely taken up with the discussion on Mr. 
Waitt’s paper that the topical talk on Piece Work in 
Car Shops weuld be deferred. At the next meeting. he 
stated. there would be a continued discussion on Mr. 
Waitt’s paper, a discussion on Mr. McConnell’s paper on 
Locomotive Service and also a discussion on the action 
of the M. C. B. Committee on Revision of Interchange 
Rules. He also announced that the paper for the next 
meeting would be by Mr. J. N. Barr, S. M. P., C., M.& 
St. P. Ry., and would be entitled The Ninety and Nine. 


Central Railway Club, 

The annual meeting of the Central Club was held Jan. 
10 at Buffalo. 

In calling the meeting to order, President Samuel 
Higgins thanked the members for their consideration and 
asked that the same be accorded his successor. There 
was ground for reasonable pride to be felt in the work 
of the past year. The report of the Secretary and 
Treasurer showed a gratifying increase in membership; 
there had beenbut one death, and the financial statement 
indicated a flourishing condition. 

Safe-Ending of Boiler Tubes.—A report from the 
committee on the “‘Safe-Ending of Boiler Tubes,’’ was 
read by the chairman, Mr. J. H. Moore. The committee 
gave the results obtained trom reports, which showed 
that the lap-welded safe end to tubes when properly 
made is preferable to the butt-welded. The committee 
made no test as to the comparitive cost, but from the 
quickness with which safe-end lap-welds can be brought 
to a welding heat in a furnace designed for these pur- 
poses, there being but little time lost in waiting for 
heats and the welding done by machine, the committee 
concluded that butt-welding by hand cannot be done as 
cheaply nor as quickly as lap-welding. 

Effect of Salt Water Drippings.—Mr. A. M. Waitt, 
from the committee on *‘ Effect of Salt Water Drippings 
from Refrigerator Cars upon Track and Roadbed,”’ pre- 
sented 2 report showing the experience of railroad com- 
panies and owners of refrigerator cars. From the evi- 
dence the committee thought it apparent that general 
trouble is experienced from these drippings both on the 
part of the railroads and car owners. Necessity was 
clearly shown for the exercise of special care on lines 
affected in inspection of exposed parts of bridges and 
keeping them well covered with the best salt-resisting 
paint. The Committee believed it perfectly practicable 
for the drips on refrigerator cars to be connected with a 
reservoir or collector near the center of the car, or at 
each end over center ot truck, to hold drip until trains 
reach reguiar stopping points when the reservoir can be 
emptied by trainmen or inspectors, such reservoirs to 
have an overflow which will permit an excessive accumu- 
lation-to pass off while the train is runriag, and be de- 

osited between an axle and brake beam so as to be as 

ar from each rail as possible. 

Officers Elected.—The election of officers resulted as fol- 
lows: President, E D. Bronner,; Vice-President, John 
Mackenzie; Secretary and Treasurer, Harry D. Vought; 
members of Executive Committee, A. . Waitt, E. 
A. Miller, C. E. Rood, W. H. Gardiner. 

The annual banquet was held at the Iroquois in the 
evening. 








PERSONAL. 





—Mr E. A. Dawson, of Waverly, has been appointed 
State Railroad Commissioner of Iowa. 


—Mr. Daniel Breck, Division Superintendent of the 
Louisville & Nashville, has been appointed Assistant to 
President M. H. Smith. 


—Mr. Samuel Irwin, Superintendent of the Car De- 
partment of the Missouri, Kansas & Texas road, died at 
Sedalia, Mo., Sunday, Jan. 5, of apoplexy. 


—Mr. Allen Colby, at one time and for many years 
Master Mechanic of the Maine Central. died at his ooo 
at Brunswick, Me., Jan. 3, aged 87 years, 


—Mr. James T. Nelson, of Brooklyn, Treasurer of the 
company and one of its directors, has been appointed 
Receiver of the New York & Sea Beach road. 


—Mr. A. Egerton Adams, President of the Chicago 
Forge & Bolt Co. and of the American Bridge Co., of 
Chicago, died in the latter city of pneumonia last week. 


—Mr. William Duncan, Vice-President and Traffic 
Manager of the Baltimore & Ohio Southwestern, has re- 
signed after many years’ service with the company. He 
is to become President of the Ludlow-Saylor Wire Co., 
a large manufacturing company of St. Louis 


—Mr. Robert T. Pace, who for some time kas heen 
Secretary to Mr. George C. Smith, President and Gen- 
eral Manager of the Atlanta & West Point Road and 
the Western Railway of Alabama, has been appointed 
Purchasing Agent of both those, companies, with office 
at Atlanta, Ga. 


—Mr. H. Delany has been appointed Master Mechanic 
of the Philadelphia & Reading. being in charge of the 
Philadelphia & New York Division of the road, with 
office at ‘Third and Berks streets, Philadelphia. He was 
formerly Superintendent of Motive Power of the Louis- 
ville, New Albany & Chicago Road, 


—Mr. Thomas Orchard, Master Car Builder of the 
Delaware & Hudson, in charge of its shons at Carbon- 
dale, Pa., died in that city recently, aged 76 years. He 
was born in England, but came to this country asa young 
man. He had resided at Carbondale for many years, in 
charge of the Delaware & Hudson shops. 


—Mr. H. V. Hinckley, Mem. Am. Soc. C. E., for 16 
years Assistant Chief Engineer of the Atchison, Topeka 
& Santa Fe road, has been appointed by the Commis- 
sioners of Shawnee County, Kansas, to have charge of 
the Melan bridge, to be built on Kansas avenue in the 
city of Topeka across the Kansas River. It will ke 
the largest Melan bridge in America. Keepers & Thacher, 
of Detroit, are preparing plans, 


—Mr. George H. Baer, Treasurer and Secretary of the 
Western Maryland road, died at his home near Balti- 
more, last week, after a short illness. For many years 
he was a member of a grain commission firm in Balti- 
more, but for six years past had been Treasurer and 
Secretary of the Western Maryland road. At the time 
of his death he was also President of the United States 
Electric Light Co., at Baltimore. 


—Ex-Governor W. R. Marshall, of Minnesota, died at 
Pasadena, Cal., on Jan. 8. Governor Marshall had long 
been identified with the state of Minnesota, being one 
of its oldest residents. He established a newspaper at 
St. Paul, which is now conducted as the P.oneer Piven 
and he was four years governor of the state. Later, 
from 1874 to 1881, he was State Railroad Commissioner. 
but since then he has been chiefly occupied with private 
business. 


—Mr. Remsen Crawford, of Atlanta, has been ap- 
pointed Press Agent of the Plant System, with head- 
quarters at Tampa, Fla. Mr. Crawford has been con- 
nected with the Atlanta Constitution for a number of 
years, and for the past three years has conducted its rail- 
road column, wuiae. as it seems to us, has been the most 
interesting and reliable chronicle of railroad news pub- 
lished in the South. Both by experience and natural 
aptitude he is well qualified for the duties of the posi- 
tion to which he has been appointed. 


—Mr. Charles W. Smith was last week appointed 
Receiver of the Atlantic & Pacific by Judge Colyer, of 
the United States Circuit Court at Albuquerque, Ariz. 
He succeeds Messrs. Aldace F. Walker and John 
J. McCook, who resigned a few weeks ago. Mr. Smith 
was nominated by the committee of the first mortgage 
bondholders and his appointment was unopposed. He 
was formerly a Vice-President of the Atchison roads 
Since his resignation he has lived at Chicago. He is an 
experienced railroad man and has served as General 
Manager and in other important positions in the operat- 
ing and traffic departments on the Erie road, the Chesa- 
peake & Ohio, the Chicago, Burlington & Quincy and a 
number of others. i 


—Mr. Thomas Prosser, Sr., for over 40 years a. member 
of the firm of Thomas Prosser & Son, the American rep- 
resentatives of the Krupp Works of Germany, died at 
his home in Brooklyn, Jan. 10, after a lingering illness. 
He had not been abie to work for avout a year. Thomas 
Prosser was born in Worcester, England, 67 years ago, 
and came with his parents to this country wheu he was 
nine years old. His father, Thomas Prosser, was en- 
gaged in the steel business at Paterson, N. J. In 
1851 his father organized the firm of Thomas Prosser & 
Son and began business in Platt street, near Gold street, 
New York. While visiting the International Exposition 
at London in 1852 the senior Prosser formed a lasting 
friendship with Herr Krupp, the founder of the Krupp 
Works and the father of the present head of the busi- 
ness. Mr. Krupp requested Mr. Prosser to become the 
American representative of this firm, and the business 
relations established then have continued uninter- 
ruptedly ever since. Thomas Prosser & Son have dealt 
mainly with railroads, steamship companies and ma- 
chinery manufacturers. With these their dealings have 
been at times of very large gt eg Mr. Thomas 
Prosser, Jr., who is connected with the firm, will prob- 
ably succeed his father as its head of the business. 


—The Pennsylvania comeens has created the office of 
Fourth Vice-President, and Mr. Joseph Wood, who has 
been General Manager of the Pennsylvania lines west of 
Pittsburgh for the last five years, has been appointed to 
the office. The new Vice-President is to have general 
charge of the operating department of the roads 
operated by the Pennsylvania Company and the Pitts- 
burgh, Cincinnati, Chicago & St. Louis, and is to assist 
the First Vice-President, Mr. McCrea, also assum- 
ing the duties of the latter during his abs2nc. 
Mr. L. F. Loree, at present superintendent of tke 
Cleveland & Pittsburgh Division of the Pennsylvania 
lines, has been appointed General Manager of the Penn- 
sylvania Company. These changes in the organization 
of the Pennsylvania Company have been made necessary 
by the new policy of the company in regard to the 
operation of the Vandalia line, Heretofore that com- 
pany, though controlled by the Pennsylvania, has been 
operated as a practically independent line, with its own 
officers. Recently President McKeen resigned and other 
changes have been made, so that hereafter it will be 
directly operated by Pennsylvania officers. Mr J. 
J. Turner, formerly Superintendent of the _ Pitts- 
burgh division of the P., C., C. & St. Louis, will have 
direct charge of its operation. When it was decided to 
bring the lines of that company into more direct 
relations with the Pennsylvania Company it became 
necessary to create the new vice-presidency. 

Mr Wood, lke all officers reaching the rank of Vice- 
President onthe Pennsylvania, has beenin the com- 
pany’s service many yea:s, his own service dating back 
to 1864. His advance in rank has followed the usual rule, 
of service in the engineering, mechanical and oper.ting 
department. He was Assistant Superintendent of 
Motive Power at Altooma between !8/8 and 1881; then 
Superintendent of Motive Power of the Pennsylvania 
Co. up to 1887. In that year he became General Super- 
intendent cf ‘Transportation, and in 1899 General 
Manuger. 

Mr. Turner’s new position gives him charge of the 
operation of about 500 miles o¢ road. He will havea very 
important, and undoubtedly a taxing, work in bringing 
the methods of operation and management into con- 
formity with Pennsylvania practice For this probably 
none of the Pennsylvania officers is better qualified. He 
has had a long experience on the Pennsylvania, and has 
been a Division Superintendent for 15 years. His un- 
usually rapid promotion is of itself most excellent evi- 
dence of his merits as an operating officer. He has been 
in charge of the Pittsburgh Division since 1888. He is 
one of the few Pennsylvania Superintendents who is not 
an engineer. 

Mr. Loree, on the other hand, has spent a long time in 
engineering service. He went to the Pennsylvania in 
1877, but left to go into engineering work elsewhere. He 
returned to its service in 1883 as Assistant Engineer. 
He has been in the operating department only since 1889, 
but his management of the Cleveland & Pittsburgh divi- 
sion, which carries nearly all the ore going over the 
Pennsylvania—ja troublesome traffic—has_ trequentl 
called attention to his methods. His writings are famil- 
iar to the readers of the Railroad Gazette. 

Mr. M. J. Becker, the Chief Engineer of the Pitts- 
burgh, Cincinnati, Chicago & St. Louis, has resigned 
that office and becomes Consulting Engineer and Real 
Estate Agent. This change does not affect the position 
of Mr Thomas Rodd, who remains as Chief Engineer of 
the Northwest system. Mr. Thomas H. Johnson, the 
present Principal Assistant Engineer is Mr. Becker’s 
successor as Chief Engineer of the Pittsburgh, Cincin- 
nati, Chicago & St. Louis. The other changes are noted 
in another column. 
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ELECTIONS AND APPOINTMENTS. 


Aransas Pass Northern.—The Directors elected for 
this new Texas road are: Alexander Brown, P. B. Mc- 
Laren, W.B Brook, Jr., Andrew D. Jones, of Baltimore, 
Md.; J.C, Ryan, New York City; C. H Sawyer, T. B. 
Wheeler, D. ‘l'. McLaren, W.D. Jenkins, N. J. Burrowes 
J.C. Fulton, Texas. 


Atchison, Topeka & Santa Fe.—The Eastern office 
of this this company will hereafter be at 59 Cedar street, 
New York City, which will be the address of the follow- 
ing officers: Aldace F. Walker, Chairman of the Board ; 
John P. Whitehead, Comptroller; H. W. Gardiner, As- 
sistant Treasurer; and L. C. Deming, Assistant Secretary. 

Mr.C. B F. Palmer has been appointed Private Sec- 
retary to the Chairman of the Board. 


Atlanta & West Point.—lobert T. Pace bas been ap- 
»ointed Purchasing Agent for this company and the 
Vestern of Alabama, with office at Atlanta, Ga. 


Baltimore & Cumberland —The stockholders of the 
railroad met in Chambersburg, Pa., last week. and re- 
elected the old Board of Directors, as follows: J. M. Hood, 
D. J. Foley, Baltimore; C. W. Humrichouse, Williams- 
sort; J. W. Humbird, Cumberland; George P. Cole, J. 
V. McPhersor, Shippenburg: John P. Culbertson, W. 
F. Kyster, Chambersburg. A. M. Eichelberger, of Han§ 
over, was made President; D. J. Foley, Treasurer ana 
Hon. T. McMahon Secretary. 

Brooslyn Elevated.—T xe annual election of Directors 
of the company was held last week witn the following 
result: Elisha Dyer, Jr., Adolf Ladenburg, Leonard 
Lewisohn. Henry Sidenberg, Emil Schaefer, Simon Uhl- 
mann, William Halls, Jr., Edward Lauterbach, Frederick 
Uhlmann, Elbert Snedeker, Jacob Scholle, George W. 
Wingate and Simon Kothsclild. The officers elected 
are: President, Frederick Uhlmann; Vice-President, 
George W. Wingate: Secretary and ‘Treasurer, Elisha 
Dyer, Jr.; Auditor, Walter B. Longyear: Assistant Sec- 
retary and Cashier, John W. W. Mitchell; Chief En- 
gineer, O. F. Nichols; General Superintendent, Isaac D. 
Barton. 

Choctaw, Oklahoma & Gulf.—The annual meeting of 
the stockholders was held at Philadelphia, Jan. 13. The 
proceedings were confined to the reading of the annual 
report, which was adopted, and the re-election of the 
Voting Trustees (in whose names all the capital stock of 
the company stands), and of the old Board of Directors, 
The Voting Trustees, who are Samuel Dickson, George 
R. Earle, .Jr., and Effiingham B. Morris, cast their bal- 
lot for the following ticket: President, Francis P. 
Gowen; Directors, Charles Hartshorne, Samuel Dick- 
son, George H. Earle, Jr, Sidney F. Tyle:, Effingham 
B. Morris, Alan H. Reed, Charles H. Biddle, N. Thouron 
and W. A. Wilbur. 


Cornwall & Lebanon —A new Board of Directors was 
elected at a meeting of stockholders at Lebanon, Pa., 
Jan. 13. The Board elected B. Dawson Coleman Presi- 
dent; Archibald Rogers, Vice-President; E. R. Coleman, 
Secretary. 

Datlas Terminal.—The annual meeting of the stock- 
holders of the Dallas Terminal Railroad and Union Sta- 
tion Company was held at Dallas, Tex., Jan. 7. The fol- 
lowing Board of Directors was elected to serve the en- 
suing year: W. C. Connor, Alex. Sanger, J. C.O’Connor, 
E. M. Reardon, B. Gibbs, W. O’Conor, J. E. Schnieder. 

Denver, Cripple Creek & Southwestern.—The names 
of the incorporators of this new company are: Cyrus 
W. Fisher, Earl B. Coe, W. W. Horst, William G. 
Evans and James T. Cornforth, J. P. Heisler, James H. 
Blood, F. W. Crocker, Alexander Berger, John W. Nes- 
mith, M. Spangler, James A. Fleming and H. C. Lowrie 
all ot Denver. 

Erie & Piltsburgh.—Ata meeting of the stockholders 
at Erie, Pa., Jan. 18, directors were chosen as follows: 
Charles H. Strong, Erie; S. Fairchild, New York; 
George B. Roberts, Philadelphia; M. H. Taylor, Joseph 
McCarter and William Brewster, Erie. Charles i 
Strong was re-elected President and William Brewster 
Secretary and Treasurer. 


Gulf, Colorado & Santa Fe.—At a special meeting of 
the Board of Directors, held at Galveston, Jan. 14, Aldace 
F. Walker was elected Chairman, vice Edward King, re- 
signed: E. P. vm J was elected President, vice Aldace 
KF. Walker, resigned; Paul Morton was elected Fourth 
Vice-President and Victor Morawetz was elected Gen- 
eral Counsel, vice Col. John J. McCook, resigned. 


Ishpeming & Lake Superior.—The following directors 
have been elected for this new company operating a line 
between Marquette and Ishpeming, Mich.: William T. 
Mather, J. H. Wade, J. H Hoyt and W.G. Pollock, of 
Cleveland; James Laughlin and B_ F. Jones, Jr., of 
Pittsburgh, and George W. Hayden, of Ishpeming. The 
officers are: President, William G. Mather; Vice-Presi- 
dent, James McLaughlin, Jr.; Treasurer, W. G. Pollock; 
Secretary, J. H. Hoyt; General Counsel, George W. 
Hayden, Ishpeming. S. S. Neff is Chief Engineer of the 
road, with headquarters at Marquette, Mich. 


Lima Northern.—N. M. De Brun, of Columbus, O., 
has been appointed Assistant Chief Engineer. 


Northern Neck —A meeting of the stockholders of this 
proposed Virginia road was held at Petersburg, Va., last 
week, The following Board of Directors was elected: 
C. A. Troupe and 8. H. Leszensky, of New York; W. A 
Little. Jr.; W. A. Jones, Lloyd lL. Smith, Col. R. J. 
Washington, of Virginia; T. J. Alford and F. L. 
Rodgers, Bridgeport,Conn, A meeting of the directors 
will be held this month in New York to elect a presi- 
dent. 

North Hudson.—This comrpany has elected the follow- 
ing Directors: Miles Tierney and Robert W. De Forest, 
of New York, Col. Edwin A. Stevens, of Hoboken ; Rob- 
ert F. Ballantine and F. Herbert Ballantine, of Newark ; 
Nicholas Goetz, of Union Hill; Henry Offerman, of 
Brooklyn; and Fitch J. Mallory and Allan L. McDer- 
mott, of Jersey City. 

Northwestern Elevated (Chicagqo\.—At the annual 
meeting of the company last week. in Chicago, the fol- 
lowing Directors were elected: D. H. Louderback, L. S. 
= kK. W. Shermau, J. L. Cochran and Howard 
Abel. 

Norwich & Worcester.—The annual meeting of the 
stockholders was held at Worcester, Mass., Jan. &. 
George H. Ball, of Boston, who has been President for 
eight years, declined re-election to the Board of Directors. 
The Board was elected as follows: Edward L. Davis, 
Thomas B. Eaton, Josiah H. Clarke, Francis H. Dewey 
and A. George Bullock, all of Worcester; Charles Coggs- 
well. of Norwich, Conn.; William T. Hart, of Boston: 
Edward C. Thayer, of Keene, N. H., and Stephen Salis- 
bury, of Woreester. A. George Bullock was elected 
President and M. N, Whittemore Secretary and Treas- 


urer, 


Pennsylvania Co.—The Board of Directors of the 
Pennsylvania Company and the Pittsburgh, Cincinnati 
Chicago & St. Louis Railroad met at the Broad Street 
Station, Philadelphia, Jan. 14 and elected Joseph Wood 
Fourth Vice-President of oth companies. ‘Lhe follow- 
ing appointments were also made: L. F. Loree. General 
Manager of both roads; W. H. Scriven, Superintendent 
of the Clevelund & showin se division, Pennsylvania 
Company, vice Loree, promoted; L. L. Gilbert, Assistant 
Counsel of the Pennsylvania Compe¢ ay. 

M. J. Becker resigned as Chief Engineer of the Pitts- 
burgh, Cincinnati, Chicago & St. Louis, and was ap- 

vinted Consulting Engineer and Real Estate Agent ; 

homas H. Johnson was appointed Chief Engineer, vice 
Becker. G. L. Peck was appointed Superintendent of 
the Pittsburgh Division of the Pittsburgh, Cincinnati, 
Chicago & St. Louis, vice J. J. Turner, transferred to the 
Vandalia lines. Sherman May was appointed Superin- 
tendent of the Richmond Division, vice Peck. and Ralph 
Peters, General Agent at Cincinnati, in addition to his 
duties as Superintendent of the Cincinnati Division of 
the Pittsburgh. Cincinnati, Chicago & St. Louis. 

These changes are all promotions for the officers 
named and in accordance with the usual Pennsylvania 
policy. Mr. Johnson, the new Chief Engineer, has been 
se ag Assistant Engineer under Mr. Becker. Mr. 

criven has been Engineer of Maintenance of Way at 
Allegheny, Pa. Mr. Peck has been transferred from the 
superintendency of the Richmond Division, and his suc- 
cessor as Superintendent there was formerly Train- 
master at Logansport, Ind. Mr. Gilbert was formerly 
Assistant to tae General Counsel, and has had long ex- 
perience in the claim and other departments. He is 
prominent in the Freight Claim Association. 


Perry County (Pa)—Dr. A. R. Johnston, of New 
Bloomfield, has been made Treasurer, vice W. N. Seibert, 
resigned. 

Philadelphia & Reading.—The annual meeting of the 
stockholders was held at Philadelphia on Jan. 13. The 
following Directors were re-elected without ng 
President, Joseph S. Harris; Managers, A. J. Antelo, 
James Boyd, Joseph F. Sinnott, Thomas McKean, John 
Lowber Welsh and George F. Baer; Treasurer, William 
A. Church: Secretary, William R. Taylor. 


Philadelphia, Wilmington & Baltimore.—These Di- 
rectors were re-elected at the annual meeting: George 
B. Roberts, William Sellers, Jacob Tome, John P. Green, 
Benjamin F. Newcomer, Frank Thomson, Skipwith 
Wilmer, Eon. Edward rig Henry D. Welsh, E. T. 
Warner, German H. Hunt, B. B. Comegys, N. P. Short 
ridge, Preston Lea and John Cassels. 


Plant Lines.—W. H. Young has been appointed Mas- 
ter Mechanic of the Florida Southern road, Charlotte 
Harbor Division, with headquarters at Sanford, Fla. 


Remsen Crawford has been appointed Press Agent of 
this system, with headquarters at Tampa Bay Hotel, 
Tampa, Fla. 

Port Jervis, Monticello & New York.—A complete 
change in the administration has teen made. Thomas 
Waller, ex-Governor of Connecticut, has been made 
President, vice Charles D. Haines, resigned. George N. 
McKibben, of New York City, takes Lafe Pence’s place 
as Vice-President. The Secretary is Frederick C. Reed 
and Treasurer S. Harrison Wagner, both of New York 
City. 

Pullman’s Palace Car Co.—James Ramsay, hereto- 
fore per: Lumber Agent has been appointed Lumber 
Agent of this company, with office at Pullman. 


Seaboard Air Line.—E. E. Anderson, Trainmaster of 
the Third Division, with offices at Abbeville, S. C., hav- 
ing resigned, E. W. Hinsdale, formerly an assistant in 
the Trainmaster’s office of the Second Division at 
Raleigh, N. C., will succeed him. 


Southern.—E. F. Adams has been appointed General 
Foreman of Locomotive Repairs, vice C. Phillips, re- 
signed. He has been filling 2 similar position on the 
Second Division, at Atlanta, for several years. 


We:tern. Maryland.—William Early, secretary to 
President John M. Hood, has been temporarily appointed 
Secretary of the road, in place of the late George H. 
Baer. Edward Early, Chief Clerk and Paymaster in the 
Treasurer’s office, has for the present been appointed 
Treasurer of the company. Permanent officers will be 
elected at a meeting of directors, to be held Jan. 29. 


Western New York & Pennsylvanio.—Thes2fDirectors 
have been elected for the ensuing year: Samuel G. De- 
Coursey, Nicholas Thouron, George E. Bartol, Charles 
M. Lea, J. Rundle Smith, William C. Bullitt, E. W. 
Clark, Jr., E. L. Owen, P. P Pratt, Isaac N. Seligman, 
Rudolph Flinsch, Frank G. Rogers and Charles A. 


Brinley. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Arcadia & Bets*y. River.—About 10 miles of track 
was laid on this road during the year 1895. The track 
now ends at its intersection with the Chicago & West 
Michigan. In the spring the road will be extended 3 
miles to Copemish, where it will connect with the Ann 
Arbor road. The latter portion of the road is under con- 
tract and the yrading nearly completed. The road ex- 
tends from Arcadia,on Lake Michigan, to Copemish, a 
distance of about 25 miles. It is standard gage and is 
intended for general freight and passenger traffic. 


Charleston, Clendinnin & Sutton.—Governor Will- 
iam A. MacCorkle, of West Virginia, President of the 
road, reports that he has made arrangements in Phila- 
delphia for the extension of the road from Clay Court 
House, to which point it is now completed and in opera- 
tion, from Charleston to Sutton, Braxton County, a dis- 
tance of 50 miles. The work has not been stopped en 
tirely, although not much has been done during the 
cold weacher, but it will now_be pushed with renewed 
vigor to complete the line by July. At Sutton the road 
will connect with the West Virginia & Pittsburgh, and 
thence by the way of the Monongahela River road and 
the Baltimore & Ohio, directly through to Pittsburgh, 
shortening the distance to Pittsburgh and all western 
points from the interior of West Virginia and Charles- 
ton, by about 60 miles. Gov. MacCorkle also intimates 
that the road may be extended across the Kanawha 
River to a connection with the Norfolk & Western. 


Chesterfield.—A bill to incorporate this company is 
now pontine in the Virginia Legislature: Augustine 
Royall, J. P. Gilliam, George E. Gary, R. G. Wood and 
M. A. Cogbill are incorporators. The capital stock is to 
be $50,000. 

Chicago, Milwaukee & St. Paul.—The company is 
said to be planning to build an extension 40 miles in 
length along Lake Superior. The road now reaches the 
Lake Superior at Ontonagon, 40 miles west of Keewe- 


naw point, and it is proposed to build to’ the rich ure 
district of Houghton and Calumet. The 40 miles of line 
would open many very rich copper deposits, and would 
reach one of the largest hardwood forests of the nortb- 
west. The Keewenaw copper country is now reached Ly 
but a single road, the Duluth, South Shore & Atlantic. 


Chicago & Indianapolis Terminal Co.—This com- 
par has been incorporated with a capital of $50,000, to 

uild connecting tracks and warehouses. Its head- 
quarters will be in Chicago. 


Cincinnati & Jackson.—Work on this road, the 
Jackson extension of the Cincinnati, Jackson & Mack- 
inaw, has been delayed by the cold weather, but two 
miles of track has been laid out of Addison. The road 
is being graded allthe way from Addison to Jackson, 
18 miles. Track-laying machines will be used later cn. 
It is expected to have the road completed by March 1. 


Fort Sm th & Western Ccal Railroad.—This com- 
pany has filed articles of incorporation at Little Rock, 
Ark. The road proposed will be 81 miles in length, from 
Fort Smith in a southwesterly direction to the western 
boundary line of Arkansas and the Indian Territory, 
thence through the Choctaw Nation, throuzh_ the 
counties of Scullyville, San Bois, Gaines, and Tobucksey 
to a point on the Missouri, Kansas & Texas, between 
McAlester and South Canadian. The capital stock is 
$1,250,000. The directors of the new corporation are as 
follows: Eli J. Crandall, Fort Smith; Thomas R. Ten- 
nant, Arthur Vail, Huntington; F. W. Bond, Willard 
P. Heath, St. Louis. : 


Georgia & Alahama.—The engineers engaged? in 
surveying the proposed extension from Lyons east to 
Savannah have completed the surveys fur two lines be- 
tween Lyons and Meldrim, and are now engaged in go- 
ing over routes faom Savannah to Meldrim. Estimates 
of construction by the various routes will be completed 
soon, and the company will decide by which route the 
road will build into Savannah, provided it fails to pur- 
chase the branch between Meldrim and Lyons. owned by 
the Central of Georgia. It will require about 75 miles of 
new road to reach Savannah from the company’s present 
terminus at Lyons. 


Kansas City, Pitisburgh & Gulf.—The branch in 
Texas, from Taylor’s Bayo connection on the Sabine & 
East Texas road to Port Arthur, at Sabine Pass, a dis- 
tance of about five miles, will be completed in two weeks. 
L. J. Smith is the contractor for the work. 


Lima Northern.—The line has been completed to 
Malinta, north of Leipsic, O., where connection has been 
made with the Toledo, St. Louis & Kansas City. Con- 
tracts have been let for new stations at Ottawa and 
Leipsic. 

Marietta & North Georgia.—It is stated that the 
branch of this road to Murphy, N. C., now a narrow 
gage, will be made standard gage, and that the main line 
of the road will be extended from Marietta to Atlanta, a 
distance of 20 miles. It is also reported that a connecticn 
with the Southern Railway will be made by building a 
bridge across the Hiawassee River at Murphy, N. C. 


Mexican Northern.—This company, which according 
to press reports has purchased the 26 miles of track 
owned by the Rio Grande Northern Railroad, extending 
from Chispa Station, on the Southern Pacific road, in 
Texas, to the San Carlos coal fields, near El Paso, will 
extend its line from Sierra Mojada, to connect with the 
new road at San Carlos, making a through line from 
Chispa, Tex., to Escalon, Mex., where connection is made 
with the Mexican Central road. 


Missouri, Kansas & Texas.—A surveying party of 
the company has finished running a line from Holden to 
Independence, Mo., where it is said the proposed new 
extension of the Kansas City division will make connec- 
tions which will give the company a more direct and 
shorter line from Sedalia to Kansas City than over the 
present route, via Paola, Kan. 


Mobile & Birmingham.—President T. G. Bush has 
been in conference with citizens of Selma, Ala., as to ex- 
tending his road to that city. The track of the Southern 
is now used for 14 miles from Marion junction, in order 
to reach Selma. 


New Roads.—A local company is being organized 
at Paris, Tex., to build a road from Paris to Hooks 
Ferry, on the Red River, 30 miles northeast. The ot- 
ject in building the road is to reach the timber. The 
road will cross Red River at Hooks Ferry and be ex- 
tended 16 miles further to Little River, in the Choctaw 
Nation, where there is much fine timber. John Martin 
and H. N. Fitzpatrick, of Paris, are active in the organ- 
ization of the new company. 


Nerfolk & Western.—The contract for double-track- 
ing a portion of the Elkhorn extension has been awarded 
to John Sextoa, of Roanoke, Va. The second track will 
extend from Vivian to Bluefield, W. Va., in the Flat Top 
and Elkhorn coal-field district. The second track over 
this portion of the road has been needed for a long time, 
and the revival of the coal traffic within the past three 
months has greatly accentuated the need. There have been 
a number of costly wrecks on this portion of the road, due 
to the inability to move the traffic over a single track. 
The Pocahontas Coal Co., agent for the coal operators in 
the Norfolk & Western field, has contracted with the 
Illinois Steel Co., of Chicago, for the delivery of 500,000 
tons of coke this year, to be delivered at the rate of 
about 30,000 tonsa month. All this will be shipped via 
the Norfolk & Western from Elkhorn to Chicago. 

The Dingess branch of the Norfolk & Western, which 
leaves the main line near Dingess, and runs five miles 
through good coal territory, has been completed, and is 
now in use. The road is an important feeder, there 
being five large coal works in the five miles. The work 
was done by Hughes & Munday, of Huntington, W. Va. 


North Carolina.—The litigation instigated by the 
Farmers’ Alliance to annul the charter of this road, on 
account of its lease to the Southern Railway, as hereto- 
fore explained in these columns, has not interfered with 
the valuable betterments which the Southern has been 
making. The work of oe heavier rails between 
Greensboro and Selma (which becomes a part of the new 
route to Norfolk)goes on, as well as thestrengthening of 
the bridges. The new route into Norfolk has already 
been opened, heavy freight trains passing through last 
week, and the passenger and mail service is expected to 
be in operation this month as soon as steamer service to 
Baltimore can be arringed. 

North Dakota & Minnesota.—This company has 
filled articles of incorporation at St Paul. It isa farm- 
ers’ organization, designed to build a feeder for the Du- 
luth to Dakota, often called the Hines road, extending 
through North Dakota and Minnesota to Lake Superior. 
The capital stock is $100,000. 


Orting & Southeastern.—J.S. W. Shelton, of Shel- 
ton, has just completed the survey for a two mile exten- 
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sion of this rcad owned by the St. Paul & Tacoma Lum- 
ber Co., and eine a large belt of timber to the 
southeast of Orting, Wash. 


Ottumwa & Eddyville.—The building of a road un- 
der this name, in Iowa, between the towns mentioned in 
the title, has been taken up by the Ottumwa Board of 
Trade. No definite action has yet been taken and the 
Board will first try to induce the Atchison, Wabash, 
Iowa Centra\_ and Chicago & Northwestern to take up 
the project. Some surveys have been made, but aenie 
decided upon as to the best route. The proposed roa 
would be from South Ottumwa northwest sage hog 
Des Moines River to the Iowa Central’s bridge at Eddy- 
ville. This would require about 16 miles of track, The 
character of work is not difficult. 


Pittsburgh & Lake Erie.—Engineers are surveying a 
line in Youngstown, O., from the Pittsburgh & Lake 
Erie to connect with the Lake Shore road. The right of 
way has been secured, and the construction of the con- 
necting link will be rapidly pushed. Under the present 
arrangement all freight passing between the Pittsburgh 
& Lake Erie and the Lake Shore runs over a short line 
owned by the Erie Railroad. 


Pueblo & Silver Clift.—A company consisting of 
Hon. J. N. Carlile, H. R. Holbrook, J. B. Orman and S 
I. Muston, interested in the Pueblo & Silver Cliff Rail- 
road project, are to go over the country between the two 
tewns this month. If a route is found practicable, it is 
understood that the road will be built as soon as possible 
through the Wet Mountain valley to Silver Cliff. 


Rio Grande Western.—A contract has been closed 
for grading 20 miles of an extension from Salina, south 
to Richfield, Utah. The work is to begin as early in the 
year as possible and is to be completed not later than 
June 1. The line will extend a few miles beyond Rich- 
field, and will give the company traffic from an impor- 
tant mining district, heretofore served only by the Union 
Pacific, including the Marysville mines. 


Rock Island, Muscatine & Southwestern.—Arti- 
cles of incorporation were filed with the Secretary of 
State by this company, at Springfield, IIll., last week. It is 

roposed to build a road from Rock Island down the 
Mississippi River to a point opposite the city of Musca- 
tine. The incorporators and first Board of Directors are: 
Daniel Hayes, Omaha, Neb.; James G. Britton, An- 
dalusia, Ill.; John C. Kille, Rock Island, Ill.; Ira N. 
Buffum, Andalusia, Ill.; Chester Lilibridge, Muscatine, 
~ aie MeW hiry and James M. Beardsley, Rock 
sland. 


Virginia.—The contract for the first 30 miles of this 
line, from eo W. Va., to the Lincoln County 
line, will be let on Jan. 25. The grading is to begin in 
February. A meeting of the stockholders will be held 
in New York City on Jan. 21, when the location of the 
line after ane rng, the valley of the Guyandotte River 
will be decided. The road is to extend from Hunting- 
ton by way of the Guyandotte River valley to the Vir- 
ginia line. The engineers have completed the final sur- 
veys for the first 30 miles from Huntington, and are 
working beyond that point. Preliminary surveys were 
made for the road several years ago. 


Waynesburg & Ten Mile.—A movement was set on 
foot in Greene County, Pa., last week for the buildin 
of a ten-mile line of road from Waynesburg to the vil- 
lage of Ten Mile, to connect Waynesburg with the Pitts- 
burgh, Monongahela & Wheeling road, which is now 
building by way of Ten Mile village. 


West Virginia Southern.—Boone County, W. Va., 
will vote on Feb. 1 on a proposition to issue bonds to the 
amount of $40,000 to this road to build the road through 
Boone County. No doubt is felt that the Lag esas 
will carry. The road is now in operation from Browns- 
town, W. Va., on the Chesapeake & Ohio, to the head of 
Lens Creek. 12 miles, through a fine coal and timber 
country, which is developing rapidly. Boone Count 
has no railroad, but is rich in natural resources, whic 
include coal, timber, iron and lead. Col. R. T. Herndon 
is President of the company. 








Electric Railroad Construction. 





Baliston] Spa, N. Y.—Application has been made to 
the Highway Commissioners for a franchise to build an 
electric railroad from this place to Peck City Falls, by 
parties from New York, who are representing A. N. 
Chandler & Co. 


Charleston, W. Va.—Vandergrift & Jacobs, of 1404 
South Penn Square, Philadelphia, are building the elec- 
tric road here four and a half miles long. Rolling stock 
is needed. ; $ ‘ 

The Cspitol City Street Railroad: Co. is changing its 
power from horses to electricity. 


Chicago, I1l.—Arrangements for building the Engle- 
wood & Chicago Electric Street Railroad have been 
made, and it is expected that at least 14 miles, or about 
one-fourth of the entire trackage, will be in operation by 
April. The cars are to be equipped by the Electric Stor- 
age Battery Co., of Philadelphia. 

he Council at its session last week passed an ordin- 
ance granting to the General Electric Co. a franchise 
for an electric railroad on Custom House place and Ply- 
mouth place, and including a double route into the 
residence district as far south as Fifty-seventh street. 


Cincinnati, O.—It is proposed to build an electric 
road from here to Oakley, for which three routes have 
been surveyed. Any one of the proposed lines will re- 
quire about one mile of track to be built. 


Easton, Pa.—Surveyors are at work upon a route for 
the proposed new electric railroad, to connect Valley, 
N. J., on the Lehigh Valley Railroad, with Lake Hopat- 
cong. 


Elizabeth, N. J.—The Elizabeth Street Railroad Co. 
will change its sree from horses to electricity. The 
power station will be on the site formerly occupied by 
the Metropolitan Gas Works, and will also generate 
electricity for lighting the city. 


Hamilton, Canada.—The International Radial Rail- 
way Co. has received from the Dominion Parliament a 
charter for building a railroad radiating from Hamilton 
in four directions; the Georgian Bay division to extend 
northwest from Hamilton, through Guelph, to Owen 
Sound, a distance of about 110 miles; the Huron divi- 
sion, from Hamilton westerly through Galt, Berlin and 
Waterloo to Goderich on Lake Huron, miles; the 
western division to pass through Brantford and Wood- 
stock to St. Mary’s, 70 miles, with a branch of 35 miles 
from Brantford to a point on Lake Erie near Long 
Point; and the Buffalo division extends to Fort Erie o: 
Buffalo, 55 miles, with a branch of 20 miles to the mouth 
of the Grand River, a ange coal receiving harbor, mak- 
ing a total of 380 miles. The company proposes to con- 


struct, during the coming summer, 30 miles of the 
Georgian Bay division as far as Guelph, and also 44 miles 
of the Huron division as faras Waterloo, and will con- 
tinue the construction each year thereafter until the 
lines are completed. The charter permits the operating 
of the lines by steam, electricity or other motive power 
and the company expect to use storage batteries or gas 
engines for suburban traffic and steam for freight and 
through traffic. Joseph Powell is Chief Engineer. 


Haverhill, Mass.—The Pierce Construction Co. has 
been awarded the contract to build the new Haverhill, 
Georgetown & Danvers electric railroad, and work will 
be begun at once. 

Houston, Tex.—Work on the improvement of the 
Houston City Street Railroad will begin not later than 
March 1. Itis intended to replace the 25-lb. rails and 
the 45-lb ones now in use with 60-lb. rails, and if pos- 
sible to extend some of the belt lines in the Third and 
Fifth wards. The road is in the hands of a receiver. 


Jackson, Tenn.—The Jackson Street Railroad Co. is 
making arrangements to construct its electric road. 


Kingston, Ont.—The Colonial City Railroad, which 
was sold at foreclosure, has been reorganized into the 
Colonial City Traction Co. with a capital of $175,000. 
Some of the directors are: Charles M. Preston, John E. 
Kraft and Gilbert D. B. Hasbrouck, of Kingston; John 
I. Waterbury and August Belmont, of New York City, 
and William F. Russell, of Saugerties, 


Long Branch, N. Y.—The Long Branch Commission 
has granted the Atlantic Coast Electric Railroad Co. a 
franchise to cross Cedar Park, Lincoln and North Lin- 
coln avenues. Among the provisions of the contract 
are the planking of all crossings and the maintaining 
of a flagman at all crossings. The road must be com- 
pleted by May 1. 


Lorain, O.—The Council has granted an extension of 
90 days on the Mauldin Street Railroad franchise, which 
was recently A ay ee me by Messrs. E. K. Mussey, W. 
G. Sharp, A. L. Garford, and H. H. Clough, all of Elyria. 
The new company proposes to build a street railroad 
from Wellington to Lorain, via Oberlin, Elyria, North 
Amherst and South Amherst, a distance of 30 miles. 
This road will have little competition from steam rail- 
— while at the same time it connects five different 

ines. 


Moundsville, W. Va.—The Benwood & Southern 
Electric Railroad Co. has completed its line almost to 
the city, and has cars running{over a portion of the line. 
The road runs from Benwood, where it connects with the 
Wheeling lines to Moundsville, — miles, and from 
—_ to the Methodist Camp Meeting grounds, two 
miles. 


New York.—The State Board of Railroad Commis- 
sioners last Tuesday approved the request of the Metro- 
politan Traction Oo. for permission to use the under- 
ground trolley system on Lexington avenue, between 
105th street and the North River, and on the Twenty- 
third street line. 


Niagara Falls, N. Y.—The Lewiston & Youngstown 
Electric Railroad Cm has secured its right of way 
in both Lewiston and Youngstown. 


Parkersburg, W. Va.—The City Council has extended 
till July 1 the time in which the Park City Street Rail- 
road Co. shall change its power from horses to electr‘city. 
The work of changing was begun about six months ago, 
and much of the grading is completed, but it was found 
impossible to proceed with the work as rapidly as was 
desired on account of the inability to get rails. 


Pasadena, Cal.—Arrangements have been completed 
by the Electric Railroad Company with E. J. Baldwin, 
to extend the road to Santa Anita, from Colorado street. 
A. G. Chapman having agreed to open an extension o 
Colorado street, 80 ft. in width, through his ranch 
property. 

Philadelphia.—The Union Traction Co. is preparin 
to put in operation another new line from Sixteenth and 
Jackson streets, by way of Christian and Ellsworth, 
Seventh and Ninth streets, to Richmond. Plans have 
also been drawn for an extension of the road from the 
present terminus at Chestnut Hill to the Convent, 
where it will connect with the Philadelphia & Norris- 
town and the Manayunk & Roxburgh lines; and fora 
line running to the Bethlehem Turnpike. It is intended 
to have the latter in operation before next summer. The 
new line will be about six miles long, the material for 
which has been ordered. 

The bridge over the Pennsylvania Railroad on the Fox 
Chase extension of the Electric Traction Division has 
been completed and tracks laid over it. 


Port Chester, N. Y.—An organization has been 
effected in Greenwich, Conn., of the Port Chester & 
Glenville Tramway Co. to build an electric road. The 
directors are David J. Pearsall and Thomas S. Krutz, of 
New York ; be aac | G. Bushnell, of New Haven, and 
James H. Hunt and R. Jay Walsh, of Greenwich. The 
cost of the road will be about $75,000. 


Richmond, Va.—The Bridge Water & Piedmont Elec- 
tric Railway Co. has been incorporated by J. L. Dele- 
Loge J. E. Sanger and others to build a railroad from 
he Chesapeake & Western Railroad in Rockingham 
County to the James River in Nelson or Amherst 
County, with lateral branches not over 25 miles in 
length. The — stock is $500,000, which may be 
increased to $5,000,000. _ 

The Richmond Traction Co. has begun work on its 
electric line on Broad street. J. Skelton Williams is 
President. 


Rochest+r. N. Y.—The Windsor Beach & Summer- 
ville Electric Railroad Co. has been incorporated to 
build a line from Forest Lawn to Summerville, along 
the lake shore, six miles. The road, the report says, is 
to be completed by July. E.O. McNair, of Warsaw. 
N. Y., and Edward Elwanger, A. J. Johnson and J.C. 
Tone, of Rochester, are interested. 


Spokane, Wash.—The work on the Trail Tramway 
Co.’s line has been started again near Trail Landing. 
Only a small force of men will be kept on the cliff this 
ee The company has taken offices in Roseland, 

ash. 


Syracuse, N. Y.—The State Railroad Commission has 
granted permission to the Syracuse & Oneida Lake Elec- 
tric Railway Co. to build aroad from Syracuse to Oneida 
Lake. The road will be about 11 miles long. 


Tacoma, Wash.—The Seattle, Tacoma & Portland 
Electric Railway Co. is being organized to build an 
electric railroad from Tacoma to Seattle, and finally to 
Portland. H.L. Thomas, of SeattJe, is interested. 


Washington, D. C.—Work on the Maryland & 
Columbia Electric Railroad is going on at three different 
places, Work between Laurel and Branchville pro- 


gresses rapidly, and it is thought that the grading of the 
entire line will be compieted before spring. 

The grading of the Maryland & Columbia Railroad 
is being done at three different places, and it is expected 
to have it finished by spring. 

Waterloo, Ia—The Waterloo & Cedar Falls Rapid 
Transit Co has been incorporated with a capital stock 
of $600,000 by C. J. Fasselman, J. H. Bowman, L. S. 
Cass and J. H. Rafferty, to construct a street railroad 
between Cedar Fails and Waterloo. 








GENERAL RAILROAD NEWS. 


Rrooklyn Elevated.—The annual report, published 
last week, shows a surplus for the year to Dec. 31 of 
$64,989. There was a deficit of $54,669 as a result of op- 
erations in 1894; so that the net surplus is $10,320. The 
earnings from passengers were $2,003,377, and the total 
earnings were $2,082,684 Operating expenses were 
$1,170,919, of which $752,928 was the pay-roll account and 
$295,619 was for coal. The fixed charges were $846,745. 
President Uhlmann in his report says: The construction 
of the Seaside & Brooklyn Bridge Elevated Railroad is 
substantially completed, the cost of which to Dec. 31, 
1895, was $1,623,913, including the “loop” through Sands, 
High and Fulton streets, and but $50,000 more will be 
required for its full completion. To do this but 1,365 
of the first mortgage bonds of the Seaside & Brooklyn 
Bridge Elevated Railroad were sold, realizing in cash, 
at 9214 per cent. and interest, $1,279,052. The difference 
of $343,961 accounts for and is included in the time loans 
of $410,000] made by the comnany, and therefore the 
company is not in need of offering any security on the 
market for construction peeroees. An agreement was 
entered into with the Long Island Railroad resulting in 
through rapid transit from the Brooklyn Bridge and 
intermediate stations to Manhattan Beach, which must 
result in increasing the company’s summer earnings, 
when increased earnings are most appreciated. 


Carolina Midland.—The anticipated lease of this 
road, referred to in these columns a week or two ago, 
was publicly announced last week. The lease is as— 
sumed by a new company called the Greenwood, An- 
derson & Western, and the formal transfer of the 
property to the new company is to be made this week. 
As stated in the note published previously it is ex 
pected that arrangements will be made for extending 
the road westerly through the State in the direction 
of Greenwood. Michael Brown, President of the old 
company, retains that office. 


Choctaw, Oklahoma & Gulf.—The annual report, 
published this week, covers a period of 13 months, 
ending October 31, 1895. It shows total earnings of the 
railroad of $358,310; operating expenses, $210,626; net 
earnings, $147,683. The returns from the mining de- 

artment were : Gross earnings, $607,671 ; expenses, 
B550,307 : profit, 57,363, thus making the surplus from 
both properties $205,047. The fixed charges are $323,650. 
President Gowen, says: ‘‘ The business of the company 
since the new line was opened has been satisfactory, and 
justifies the expectation that the estimates of the earn- 
ing capacity of the company, which formed the basis for 
the reorganization plan, will be realized. The net earn- 
ings of both departments for October amounted to up- 
wards of $29,000. This result was attained under 
conditions which added materially to the cost of opera- 
tion and with an incomplete service of trains, as no 
through passenger service was in effect, and the earnings 
from that source, as well as from the mail and express 
service, were consequently less than they would other- 
wise have been. In addition to this the output of coal 
was seriously affected during that month by the delay 
in the completion of the new coal-cutting plant at the 
Anderson mine, which made it impossible to fill the 
orders received, the unfilled orders at the end of the 
month aggregating upwards of 12,000 tons.” 


Denver, Leadville & Gunnison.—Judge Hallett in 
the United States Court at Denver, has decided not to 
give a decree for the foreclosure sale of the road at-the 
present time. He said that the matters set forth in the 
cross-bill filed by the Union Pacific should first be set- 
tled, and the question in regard to the ownership of the 
Denver Union Depot stock should also be settled. The 
read is now operated by Receiver Frank Trumbull, who 
is also Receiver of the Union Pacific, Denver & Gulf. 


East Shore Terminal.—Judge Simonton, in the 
United States Circuit Court at Charleston, S. C., has 
appointed W. E. Huger Receiver of this company oper- 
ating a line along the water front of Charleston. The 
road was built two or three years ago. Mr. Huger is 
Vice-President of the company. . 


Galveston, La Porte & Houston.—T. W. House and 
M. T. Jones, ot Houston, Tex., have been appointed Re- 
ceivers of this ee by Judge Bryant of the United 
States Circuit Court. The road is a new line about com- 
pleted between Galveston and Houston, with the excep- 
tion of a draw in the bridge across West Bay at Galves- 
ton. The section hetween Houston and Porte, 16 
miles, was built last year and is in operation. In Feb- 
ruary last, a consolidation with the North Galveston, 
Houston & Henderson, the Galveston Western and the 
Houston Belt & Magnolia Park line was effected, and 
the construction of the connecting lines between these 
roads to make a through line between Houston and 
Galveston was started. The amount of new track 
necessary to connect these lines aggregates about 37 
miles and the work is just about completed. The com- 
ers he new bridge across Galveston ay is practically 

nished and the erection of the steel draw is all that 
remains tocomple the road. J. Waldo, of Houston, is 
President. 


Georgia, Midland & Gulf.—The foreclosure sale of 
this property under the decree of the United States Cir- 
cuit Court of Georgia has been fixed for Feb. 1, at Co- 
lumbus, Ga. The forclosure decree was obtained in the 
suit of the Central Trust Co., New York, trustee of the 
bonds. The property to be sold includes the 100 miles of 
road from Columbus northeasterly to McDonough 
in Henry County now in operation, and the fran- 
chise, right of way, etc., for the proposed extension 
for the present terminus to Athens, Ga. The 
road has been operated by a receiver since January, 1893, 
when Mr. John F. Flournoy was ene to that 
office. An upset price of $500,000 for the property has 
been fixed by the court. 


Illinois Central.—The income from traffic for the 
five months ended November 30, 1895 and 1894 is reported 





as follows: 

1895. 1894. Inc. 
Miles operated.......... 2,£88 2,888 
GrosSearM. 5... care. $9 170,058 $8,076 520 $1,093.538 
Exp and taxes...... .... 5,961,085: 5,845,505 115,547 
}.et earn...... etbnaie oo - $3,209,006 $2,231,015 $977,991 


The gross receipts from traffic for the month of Decem- 
ber, 1895, are estimated at $2,094,987; the receipts for 
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December. 1894, were $1,751,486, the estimated increase 
being $343,501. 


Louisville & Nashville.—The oe for the six 
months ending Dec. 31 are given in the following table: 











1895. 1894, Inc. or dec. 

Gross CAFN......0cce000 $10,712,225 $10 186,878 I. $525,347 
SPE ER 6ss oan aSenee aw 6,540,425 6,109,195 I. 731,347 
SO er $3.871,802 $4,077,783 D. $205,981 
Fixed charges..,.:..... 2,834,170 2,820,766 iI. 13,404 
PINDOB. 56 seccce cece $1,037,632 $1,257,017 D. $219,385 
Other income........... 180,176 179,844 =I. 332 
MINAS x Swe snced oo uene $1.217,808 $1,433,861 D. $219,053 
Loss on leases, etc...... _ 131,332 1 036,427 , 905,095 
IR Siok se seevovas $1,086,476 $400,434 I. $686,042 


New York Central & Hudson River.—Earnings for 
various periods are given below: 


Month of December. 
1895. 1894. Ine. 
CACORE DROMIREG. «os cevinscesceuen $4,020,847 $3,644,996 $375,851 
Quarter Ended Dec, 31. 
1895. 1894. Inc. 
wewnawens: Kpue $12,407,896 $11,318,228 $1,089,668 
Six Months to Dec. 31, 


Gross earnings 


1895. 1894. Inc. 
Gross Carnings........s00.s0- $24,008,402 $22,159,051 $1,849,351 


New York & Sea Beach.—James T. Nelson was last 
week appointed receiver for this company in a suit 
brought by William O. Platt and William Mann, trus- 
tees of the bondbolders, who are foreclosing a mortgage 
amounting to about $300,000. This road operates only 
about six miles of track from the city of Brooklyn to 
Coney Island. It is the road on which the serious acci- 
dent occurred at Woodlawn on Labor Day of last year, 
where two persons were killed and more than 50 injured. 
Since that accident claims for damages amounting to 
more than $1,000,000 have been filed against the com- 
pany. Itis said that its taxes for the last eight years, 
amounting to about $65,000, remain unpaid. To antici- 

ate any action unfavorable to their claims the bond- 
10lders decided to begin this foreclosure suit 

Nerfolk & Carolina.—A mortgage to the Safe De- 
posit & Trust Company of Baltimore, to secure $500,000 
second mortgage 50 year five A ec cent. gold bonds has 
been filed by the company at Norfolk. 


Nortolk & Western.—It is understood that the at- 
torneys of the company are preparing a bill which will 
soon oo introduced in the Virginia Legislature and is in- 
tended to facilitate the reorganization of the company. 
The hill will be similar in general terms to the one 
passed by the legislature affecting the reorganization of 
the Richmond & Danville. 


Northern Pacific.—Andrew F. Burleigh, a lawyer of 
Seattle, Washington, is now the sole receiver of the 
property of the road west of North Dakota. James H. 

ills and E. L. Bonner, who were appointed receivers 
for the district of Montana, have been retired, and Mr. 
ae succeeds to their jurisdiction, thereby securing 
control of about 68 per cent. of the mileage of the road. 
This action was taken by Judge Gilbert of the United 
States Court last week. Mr. Burleigh was appointed 
Receiver in Washington when Judge Hanford removed 
Messrs. Rouse, Oakes and Payne, the original receivers. 
They still have control over the New York offices of the 
company, because of Judge Lacombe’s indisposition to 
accept their resignations. Two other sets of receivers 
share the control of the remaining portion of the prop- 
erty, Edward H. McHenry and Frank G. Bigelow, who 
were appointed Receivers Y Judge Jenkins in Milwaukee 
last September, have jurisdiction over such parts of the 
road as are in Wisconsin, Minnesota and North Dakota. 

Justices Field, Harlan and Brewer, of the United 
States Supreme Court, are to give a hearing in Wash- 
ington this week to the attorneys and others inter- 
ested in the receivership.. They will endeavor to learn 
whether or not some amicable adjustment of present 
differences may be made, and if not, what course shall 
then be pursued. 


Philadelphia, Wilmington & Baltimore.—The an- 
nual report shows that for the year ending Oct. 31, 1895, 
the total earnings were $9,142,532; total expenses, $6,526,- 
890; net earnings, $2,615, 642, making an increase in the 
net earnings over the previous year of $269,014. The net 
earnings of the main line division were $1,301,928; and of 
the Baltimore & Potomac, $619,524. There were deficits 
on the Cambridge & Seaford, Philadelphia & Delaware 
County, and Queen Anne’s & Kent. During the year 
nine new engines were received and four miles of branch 
line were laid. There were used in repairs and renewals 
2,993 tons of rails and 390,918 ties. President Roberts 
says: ‘‘ Your entire system shared in the returning pros- 
perity of the country, and _ this, together with the abun- 
dant fruit crop on the Peninsula, has brought about 
very satisfactory results for the year. The Delaware 
Railroad shows excellent results, and, after earning its 
regular dividend of 6 per cent., paid over one-half of its 
surplus of $107,065 to your company as a p) under the 
terms of the lease, while also contributing # amount 
= the sinking fund for the payment of its funded 
debt.’ 


Philadelphia & Reading.—The date for depositing 
the securities of this company under the reorganiza- 
tion plan, formulated by the General Mortgage Bond- 
holders’ Committee expired on Jan 10. It has been 
announced by J. P. Morgan & Co., that more than a 
majority of all securities have assented to the pro- 
visions of the plan. Itappears that over 85 per cent. 
of the stock and preferences bonds has been deposited. 


Prescott & Arizona Central.—Judge Lacombe, in 
the United States Circuit Court in Sear Week, last week 
dismissed the complaint made by this company against 
the Atchison, Topeka & Santa Fe, and its receivers, and 
the directors and officers of a number of other com- 
panies. The railroad sued for $8,250,000 damages, 
alleging that the Atchison and the directors of other 
railroad companies, by aiding in building the Santa Fe, 
Prescott & Phonix and in refusing to _ inter- 
change business with this company we conspired to 
ruin its business. Judge Lacombe dismissed the com- 
plaint on the ground that the plaintiffs had been unable 
to prove any violation of law against the defendants. A 
stay was granted pending further proceedings ir a higher 
court, 


Savannah & Western.—Simon Borg, of New York 
City, and others, representing the bondholders, filed a 
deed at Birmingham, Ala.,on Jan. 13, formally trans- 
ferring to the Central of Georgia the properties of the 
former road purchased at Receiver’s sale in Birming- 
ham last October. The Central of Georgia: at the same 
time filed first, second and third preferred income 


mortgages, the first and third to the Metropolitan Trust 


Co., of New York, for $4,000,000 each, the second to the 
Manhattan Trust Company, New York, for $7,000,000. 


Wisconsin Central-—At a meeting of the first mort- 
gage bondholders held in New York Jan. 15, unanimous 
assent was given to the preliminary plan of reorganiza- 
tion recently issued by the committee. The plan, which 
has as yet been merely outlined by the committee in 
its report, contemplates foreclosure, and a readjust- 
ment of the relations now existing between the Wiscon- 
sin Central and subsidiary lines. 








Electric Railroad News. 


Cleveland, O.—Mayor KcKisson has vetoed the ordi- 
nance for the Burton Street Railroad as there was no 
provision for a trackage tax, and thecouncil had refused 
to accept the provisions for a reduced fare. 


Detroit, Mich.—Mayor Pingree has vetoed the ordi- 
natices passed a week ago granting new franchises to 
the Citizens’ Street Railroad Co. and to the Fort Wayne 
& Belle Isle Street Railroad Co. 


Springfield, 0.--The Krotz underground conduit sys- 
tem for electric street railroads has been given a test on a 
section of the street railroad. It is said to have worked 
perfectly during the trial. 


St. Louis, Mo.—The 1,500 kw. generator at the 
Union Denot power house was out recently, and it 
is estimated that it will cost $10,000 to repair it. Traffic 
was delayed for only three-quaters of an hour, as a num- 
ber of small dynamos were put into circuit to supply the 
necessary current. 


Waterbury, Conn.—The Supreme Court has decided 
that municipalities have no right to impose a tax on the 
gross receipts of existing street railroad companies as a 
consideration for permission to extend their lines. 








TRAFFIC. 





Traffic Notes. 


The Secretary of the Freight Bureau of the Buffalo 
Merchants’ Exchange is Mr. S. M. Forbes. 


The Illinois Central on Jan. 1 began limiting all local 
passenger tickets to one day after the date of sale. 


The amount of cotton hauled to market during the 
past season over the Southern Pacific lines in Texas, up 


’ to Dec. 31, was 44 per cent. less than to the same date in 


1894. 


Mr J. A. Jennelle has been elected one of the Directors 
of the Merchants’ Exchange, St. Louis, as the ‘‘Repre- 
sentative of Transportation Interests.’”’ The newspapers 
say that this is the first time these interests have been 
represented in the Board of Directors of the Exchange 
and — it took considerabie work to accomplish this 
result, 


The railroads carrying coal to Denver have started a 
rate war, the principal combatants being the producers 
in the Northern Colorado lignite district and the Santa 
Fe Fuel Company. Rates have been reduced so that 
coals from both districts are being sold in Denver ¢t 40 
per cent. less than the usual rates. It is said that the 
officers of the Atchison, Topeka & Santa Fe are fighting 
to maintain the rate on their coal at not more than 25 
cents a ton above the rate charged for lignite coal. The 
Union Pacific, Denver & Gulf, which hauls from the 
lignite district, on Jan. 9 carried the war into the pas- 
senger department by severely reducing passenger rates. 


Chicago Traffic Matters, 
CHICAGO, Jan. 15, 1896. 


The Western passenger men have given up trying to 
adjust the 10. party ride ticket_question and adjourned 
without settling the matter. The Wisconsin Central de- 
clined to recede from its position that it would be illegal 
to refuse to sell these tickets to brokers. 

The Western Passenger Association roads have decided 
not to waive the Association rule requiring signatures 
to the 2,000-mile mileage books, to be affixed in the pres- 
ence of an authorized agent of the issuing road. 

The Central Traffic Asscciation lines have agreed to 
put into effect a charge on bicycles, tricycles and baby 
carriages carried in bagga cars after March 1. 

Now that the Joint Traffic Association hus gone into 
effect, the Central Traffic Association isto be disbanded 
and the freight and passenger business west of the west- 
ern termini of the Trunk lines is to be placed in the 
hands of two committees, to be known as the Central 
Traffic Passenger and Freight Committees, respectively. 
Chairmar Donald will remain in charge of the Passen- 
ger Committee, and Chairman McKnight of the Freight 


‘Committee. The ae committee is ex ected to be 


in working order February 1, but the treight committee 
will not get into shape until probably March 1. 

Western lines have agreed to leave the question of any 
differences over percentages on freight traffic passing 
through Des Moines, Ia., to Vice-President Truesdale, of 
the Rock Island, for settlement. The only other ques- 
tion remaining to be adjusted is that of percentages on 
grain passing through the lower Missouri River gate- 
ways. Considerable time was spent last week ci the ex- 
ecutive officers in an attempt to agree upon these per- 
centages, without result, and the question has been 
referred to a committee of five. — 

The Illinois Railroad Commissioners are preparing 
evidence against the Northwestern, the St Paul, the 
Rock Island, the Wisconsin Central, the Chicago Great 
Western and the Burlington for making the $2 switch- 
ing charge at the stock yards. The Atchison has now 
given notice of a resumption of the charge, and will un- 
doubtedly be included with the other roads. It will be 


remembered that at the commencement of the agitation: 


the Atchison, being in the hands of receivers and sub- 
ject to the orders of the courts, was selected as an “easy 
mark,” and an injunction was obtained restraining it 
from imposing the charge. The reorganized company 
has promply joined forces with the other Chicago lines. 

Other Central Traffic lines have agreed to ignore the 
action of the Michigan Central and Wabash in absorb- 
ing elevator charges until the matter can be reviewed 
by the Board of Managers of the Joint Traffic Associa- 
tion. 

There is no truth in the rumor that the Santa Fe 
contemplates taking off its California Limited. There 
was a conference at which it was proposed to lengthen 
the running time over all roads between Chicago and 
Kansas City to 15 hours 45 minutes. If this is adopted, 
the Santa Fe will make up the time west of Kansas 
City. The only change that would be made in this con- 
nection would be consolidation of the Denver Express 
and the California Limited between Chicago and Kansas 
City. 

The shipments of eastbound freight, not includin 
live stock, from Chicago, by all the lines for the wee 


ending Jan. 11, amounted to 74,862 tons, against 94,499 
tons during the preceding week, a decrease of 19, 
tons, and against 41,846 tons for the corresponding week 























last year. e proportions carried by each road were: 
WEEK WEEK 
TO JAN. 11. TO JAN. 4. 
Roads. 

Tons, | p.c Tons. | p.c. 
Michigan Central......... 9,406 12.6 11,992 12 6 
Neha... Bran ie 8.3 7,926 8.4 
Lake Shore & Mich. South.} 11,496 15.1 13,776 11.6 
Pitts., Ft.Wayne & Citicago 6,603 8.9 6,855 7.2 
Pitts..Cin.,Chi. & St. Lou 6,374 8.5 1 8,998 9.6 
Baltimore & Ohio.......... -| 4,461 6.0 6,279 6.6 
Chicago & Grand Trunk....| 11,769 15.7 15,248 16.0 
New York, Chic. & St.Louis} 7,990 10.7 10 678 11.3 
Erie...... siuikeaneuohel 4,646 6.2 490 10.6 
C., C., C. & St. Louis.......} 5,904 8.0 3,327 3.6 
Totals..... roerere aia avien 74,862 | 100.0 94,499 | 100.0 














Of the above shipments, 4,421 tons were flour, 44,359 
tons grain and mill stuff, 8,116 tons cured meats, 9,734 
tons dressed beef, 1,444 tons butter, 1,087 tons hides, and 
2,474 tons lumber. The three Vanderbilt lines carrjed 
88.4 per cent.; the two Pennsylvania lines, 17.4 per cent. 

Northwestern Flour Traftic. 

During 1895 both Minneapolis and Duluth-Superior 
mills passed all former records in flour grinding and the 
season has been the most prosperous of recent years. 
The records show (barrels): , 













Duluth and 

Minneapolis. Superior. 
MOG cicsdcesccen nse . 10,581,635 3,508,050 
1894... «- 9,400,535 2,946,385 
1893.. -. 9,377,635 2,108,115 
1992 . +." 9,750,460 1,165,030 


Prior to 1892 Minneapolis grinding was considerably 
less and Duluth did practically nothing. The direct 
shipments for four years have been: 





oe. Duluth-Superior. 
DADS: ccccsassnceatacvass cee 3,080,945 1,076,340 
SR Ae roe 2,072.51 820,510 
Di Assccnk atkeaseese 2,877,277 513,205 


Of the Minneapolis product 4,000,000 barrels went 
through Duluth. nae ‘ . 

Duluth mills are now grinding comparatively little 
wheat, but Minneapolis is turning out large quantities. 
For the flour ground in Minneapolis and Duluth- 
Superior the year over 63,400,000 bushels of wheat 
were required. 

The Northern Pacific road has hauled 40,000 carloads 
of 1895 wheat chiefly to Duluth, and has in sight along 
its lines nearly 33,000 cars more. This road hauled about 
40,000 cars of wheat raised in 1894. 

Freight Traffic at Chicago in 1895. 

A review of the traffic movement through Chicago for 
1895 made on the basis of such statistics as are available 
shows the following general results as compared with 
tbe preceding year: f 

Becciets of flour were less in 1895 than in 1894, and the 
same is true of wheat. A larger percentage of the 
northwestern crop moved through the northern outlets 
to the seaboard than in 1894. Receipts of flour at Chi- 
cago were 1,000.000 barrels less than In 1894, with a cor- 
responding decrease in shipments. Wheat receipts were 
some 5,000 000 bushels less than in 1894, while the receipts 
and shipments of wheat at Minneapolis are stated to 
have been the largest in the history of that city, a 
ing the year 1892, showing an increase of over 10,000, 
bushels. Both Minneapolis and Duluth show large 

ains in flour over 1894. Receipts of oats, rye and bar- 

ey at Chicago increased somewhat, bringing up the 

totals on flour and grain. Receipts of corn were consid- 
erably less than in 1894, but the statistics on this com- 
modity are not valuable nek practically none of the new 
crop has begun to move yet. , 

Cured ee receipts were larger in 1895 Ly some 17,000 
tons, while the dressed beef movement shows a con- 
siderable decrease. Receipts of butter were larger in 
1895 than in 1894. The figures given by the Chicago 
Board of Trade on dressed beef are as follows: 


109 ee 714 136. f70:788 
Receipts, (Ipg.)..ssv-rereccrc et GVEBBI7S 1,080,053, 008 


The advance figures given by the Union Stock Yards 
Company showing receipts and shipments of live stock 











for 1894 and 1895, are as follows: 
i eae 
Receipts: % 4 
MT Sciicncneus é ° 588, 2,974,363 
Cal ves...cccccce endieisl okeg som ubicewaneeneneas 168,740 160,949 
TORR osc <ccsaccamencsoess see siseposwactaned . 7,885,283 7,483,228 
Sheep........ Sousinabiasecs qaveeeumeneensaacee 3,408,739 3,099,725 
HOrses,.......ccceccccccscoces cisteeinasiegaats 113,193 97,415 
ipments 
Mile 785,092 950,738 
Calves......- As 9,882 11.88 
Ogs.... .. 2,100,613 2,465,058 
Sheep & . 474,646 333,398 ° 
HOPES. .0.6050- 000 Lt deioteueeanremiers 09,146 90,441 


aggregate shipments of flour, grain, provisions 
ai ae a Chicago eastward for the 52 weeks 
ending Dec. 28, as reported by the Board of Trade, were 
3,099,102 tons. The quantities carried by each of the roads, 
with comparisons for the preceding year, appear as fol- 
lows: 





-— 1895.——_~  ——1&94.—~ 
348,842 iS orsasr 9% 

ich COMteRl ocskccevess r oa 
hacia teoanabaign . 238102 92—269,765 9.4 
Lake Shore & Mich. South. 411,717 13.3 379,734 13.2 
Pitts., Ft. Wayne & Chi..... 399,419 12.9 327,421 12.5 
Pitts , Cin., Chi & st. Louis 350,108 11.3 402,610 14.1 
Baltimore & Ohio..... ...... 226,816 7.3 186,732 6.5 
Srnec ees: Ba tt oe a 

k, Chicago .L.. 7, - ;, ki 

aang inant : 348935 «3 «308816 10.7 
Clev., Cin., Chicago & St. L. 123,220 4.0 102,u82 3.6 
GREE co waaaiedce picc@ennciee 3,(99.102 100.0 2,862,070 1000 


Shipments for the two years were made up of the fol- 
lowing articles (tons): 








1895 894. 

WOUR: c0cnsaaese) 0: atdepelesee aeeone eeeeeee 159,787 189,092 
Grain and mill stuffs ...... 0000s. deen sleec etapa. glnB 
Provisions, lard, etc.. eo «e» 569,74 485,747 
Dres ed beef.... 441,716 512.063 
Flax seed... . Bt 44,748 
Grass seed.... E 589 
Broom corn 2,126 2.361 
Butter...... 2,786 72,621 
PN iacasci0n-s | saxceaenceupeceus 11,730 13,041 
PR coccinea desma cusseannor seg eseainee hanes Ha 204 

ool e fat ER we eigcsnbe bak ee tae 24,062 
TAIOAUOR: sks. cececs eoicamenecre Susu oueen seeces 264,780 ,032 

Totals....cccorsccccccccccqeocccccccccsseeeesds000,102 2,862,070 








